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Mixine Phosphor Bronze. 





Montreal, March 28, 1898. 
To the Editor of the Railroad Gazette: 

I have read with much interest the article by your 
correspondent ‘‘Micro”’ in the issue of the 25th inst., 
and shall be much obliged if ‘‘Micro’’ would kindly 
say what flux he used in mixing or remelting phos- 
phor bronze. R. A. 





In answer to the inquiry relative to the flux used 
in mixing and remelting the phosphor bronze as I 
described in your issue of March 25, I would say that 
no flux whatever was used. The only precaution taken 
to prevent oxidation and loss was to cover the sur- 
face of the metal with charcoal while pouring. 

MICRO. 








Tests of Bearing Metals. 





To the Editor of the Railroad Gazette: 

The article on tests of phosphor bronze bearing 
metals, page 212, is very interesting and is made 
especially so to those engaged in the manufacture 
of this metal by the exhaustive trials of re-smelting 
and the losses of its constituents in doing so. The 
fact of its becoming so hard at the tenth heat that 
it could hardly be touched by the file is noteworthy, 
especially as the proportion in the first smelting of 
copper and tin, 7.94, and that of the tenth, 7.73, 
is so nearly alike that the change in the metal must 
be wholly due to the crystallization of the same 
through the agency of the phosphorus. I have no 
further comments or remarks to make as the sub- 
ject in question is so exhaustively treated by ‘Mi- 
cro” that there is nothing left to add. 

We are making phosphor bronze with a phosphor 
copper of 7.758 per cent. of phosphorus and 92.242 
per cent. copper (our own making). We make in 
quantities of 265 lbs. at a time with a loss of phos- 
phorus of 2.95 per cent., which we consider compara- 
tively small. METAL. 








The Massachusetts Snowstorm. 





Boston, March 31, 1898. 
To the Editor of the Railroad Gazette: 

Will you kindly correct an error which your printer 
has made in my article on the February snowstorm, 
published in your issue of March 25. I said that 
when block signals were disabled, flagmen put on to 
fill the gap could not fill the place of the signals, 
though they did diminish the chance of accident; 
as the article is printed, I am made to say that they 
not diminish the chance of accident. This, of 
course, is a decidedly left-handed compliment to the 
flagmen, and I do not wish to even seem to be 
unmindful of their valuable service in the storm 
referred to. More faithful and conscientious work 
Was never done than by some of our railroad em- 
ployees on that occasion. It remains true, however, 
that no matter how faithful the man, he cannot 
do the work of the machine, and therefore a res- 
(oration of normal conditions at the earliest pos- 
sible moment is highly important. 

GEO. W. BLODGETT. 
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The Height of Drawbars. 





Washington, March 381, 1898. 
To the Editor of the Railroad Gazette: 

I would like to speak of an article in the editorial 
eolumns of your issue of March 25th. No rail- 
roads are now being “annoyed”’ by notices from the 
Interstate Commerce Commission that cars have 
been found by its inspectors which do not conform 
to the prescribed drawbar height, because there has 
been no letter or communication on the subject writ- 
ten since last October, nor have any cars been in- 
spected since about the same time. 

The inspector of the Commission has never yet 
chosen the position upon the tracks that a car should 
occupy to be inspected. Opportunity has always 
been given to the person in charge to place cars 
in any position they might desire, and in regard 
to the conclusion that more care should be taken 
in measuring the height of cars, no cars have been 
measured by the Commission where the utmost care 
Was not taken, and that by a practical man, and 
with the full knowledge of the railroad company on 
whose tracks the cars were found. Regarding the 
question of variation in height, the standard height 
and variation were fixed by the American Railway 
Association, under express provision in the law. If 
three inches variation is not enough, it is the fault 
of that Association, and noi the fault of the Com- 
mission or any representative of it. 

What has been done is simply to call the atten- 
tion of railroad presidents to variations found and 
leaving the matter with them to investigate. E. 








The Gas Engine and its Mission. 





Yorkshire College, | 
Leeds, March 23, 1898. ) 
To the Editor of the Railroad Gazette: 

I have read with much interest the articles you 
have recently published on the gas engine and its 
mission. While there is much in Mr. Reeves’ articles 
that will readily be agreed to, yet I am of the opin- 
ion that the trend of the articles is misleading. Mr. 
Reeves takes the Belfast installation as an example 
of the best practice in this country in gas engineer- 
ing. As this installation has been considerably re- 
modeled since the tests quoted, I do not think that 
it should be regarded as an installation by which 
comparisons may be made. Nor would it be just to 
conclude that because this plant may not have suc- 
ceeded from the point of economy, no other plant is 
capable of doing better. 

One would gather from the matter which has ap- 
peared in your columns that the gas motor is more 
inefficient than the steam engine. Now, as you are 
aware, and I do not doubt that the writer of the arti- 
cles is quite aware, the thermal efficiency of the 
average gas engine is quite twice that of the aver- 
age steam engine. I do not, of course, dispute that 
the actual cost of fuel per I. H. P. may run out to 
more in the case of some gas engines worked by ordi- 
nary lighting gas. But surely it is misleading to state 
that the engine is inefficient because people continue 
to use a form of fuel which is itself expensive to 
manufacture and deliver. In drawing his conclu- 
sions, the writer of the articles entirely neglects the 
cost in wages to run a steam plant. The mere 
cost of fuel to a small user is insignificant compared 
to the wage sheet, and it therefore pays over and 
over again to drive a small gas engine from existing 
gas mains, so that one may avoid the expense of 
constant attention. I prefer, therefore, to state the 
case for the gas engine thus: That the gas engine 
has spread in use because it is thermally the most 


efficient engine on the market and in very many: 


cases the most convenient; but it has not spread as 
rapidly as it might have done, had the source of 
power for small users been as cheap as it is con- 
venient. = 
Regarding the starting of gas engines, there may 
be room for some improvement; though in this con- 
nection it is often forgotten that a large mill engine 
is invariably provided with its turning engine. There 
is no reason why a large gas engine should not be 
provided with a smaller engine suitable for turning. 
Some mention was also made of the desirability of 
making the valves in a gas engine entirely auto- 
matic. I do not think that automatic valves will 
find favor amongst practical men in this country. 
The action of such valves is not as rapid as when 
positively driven, and this entails a reduction of 
pressure during the suction strokes and the possi- 
bility of escape during the commencement of the 
compression stroke. In the best air compressors posi- 
tive action valves are always used, and may not the 
gas engine during half its life be considered to be 
performing the function of an air compressor? 
FREDERICK GROVER. 


Insufficiency of the Standard Flagging Rules. 











New York, 

To the Editor of the Railroad Gazette: 
During the past week a problem has been placed 
before us which may be of interest to the 
Railway Association as affecting the rules promul- 
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gated by it relative to flagging. A certain railroad 
has a station situated at the foot of descending 
grades in both directions, the grade for east bound 
trains being heavier than in the opposite direction. 
It is the practice for an east bound train, after hav- 
ing stopped at the station, to back up and make a 
run for the opposing grade. We were asked if an 
automatic signal could not be put in at some dis- 
tance west of the station, controlled by a push but- 
ton at the station, which would permit the operator 
to throw it to danger behind the train by pressing 
the button and permitting east bound trains to back 
westward without sending out a flagman. We held 
that under the rules of the American Railway Asso- 
ciation this could not be done, and to confirm our 
opinion we addressed a letter to a well-known operat- 
ing man and received the fololwing reply: 

In my opinion, it is not only bad practice and con- 
trary to the standard code for a train to back up in the 
manner you describe, but it is also such to even stand 
on the main track without sending out flagmen. Rule 
399, Standard Code, reads: ‘‘When a train stops or is 
de layed under circumstances in which it may be over- 
taken by a following train, the flagman must go bac k 
immediately with danger signals a sufficient dist ance to 
insure full protection, ete.”” Again, under head of Tele- 
graph Block System, rules for enginemen and trainmen, 
rule 531 reads: ‘‘Block signals, unless otherwise provid- 
ed, do not affect the rights of trains under the time 
table or train rules.’”’ Rule 532: ‘Block signals do not 
dispense with the use or observance of other signals 
whenever or wherever they_ may be required.” These 
same rules are repeated under the head of controlled 
manual block and automatic block systems. It is an 
unwritten law of railroads that a train which has 
passed over a certain portion of the road under its 
train rule and time card rights has no right what- 
ever to move back in the opposite direction from which 
it was running. In order to cover this point so that in 
case a freight train breaks down where it might save 
a delay to other trains in clearing the main track, after 
able to move, the following clause was added in our 
book of rules: ‘‘When it is necessary to move a train 
backward between stations a flagman with danger sig- 
nals must be sent out not less than 30 telegraph poles 
in the direction in which the train is to be backed from 
rear of the train. The speed of the train must not ex- 
ceed four miles per hour and the conductor must be 
stationed at the rear end of the last car in position to 
enable him to see the first sign of danger so as to signal 
the engineman and stop the train if necessary. 

Faith is a good thing in its place, but prz ictical rail- 
road men, such as those of the American Railway As- 
sociation, who formulated the standard code, have not, 
up to this time, had sufficient faith in appliances to be 
operated automatically or through human agency to 
hold a train so that it is deemed safe to depend entire- 
ly upon such protection to take the place of the flag- 
man. 

The only scheme which we know of that should 
permit a train to move back in a block section with- 
out sending out flagman is the electric train staff. 
With this the engineman having a train staff, which 
is virtually an order to move in either direction with- 
in the block controlled by that train staff, can go 
any distance desired east bound and reverse the 
movement as often as he pleases with absolute 
safety, for the reason that no opposing orders can be 
given, and, consequently, no trains can get into the 
block from either end unless they go by the signal 
at danger and enter the block without an order; and, 
if it is considered that trains might enter a block 
without an order and against an absolute stop sig- 
nal, the system may be further enlarged by introduc- 
ing the physical protection of the derail operated in 
connection with the signal. This is not, however, 
considered necessary; consequently we say a train 
having with it the train staff is absolutely pro- 
tected. 

We submitted our opinion to another well known 
operating official, and his reply as follows confirms it: 

“TI agree with you that when the electric train staff 
system is in use it is practicable to run trains that hold 
the staff in either direction on single track. This is our 
practice on the Savannah bridge block when there is 
necessity for it, such as ballast trains, pile drivers or 
work trains of any description. It is also the English 
practice and is provided for in the rules relating to staff 
workings.”’ 

Unless our position is not sustained by the opinion 
of the Association and the results of actual practice 
it would seem that some modification might and 
should be made in the rules of the Association. 

In considering the problem first mentioned, and 
supposing the train staff block was in operation, the 
east bound train could hold its staff received from 
the station in the rear, and having performed its 
work at the station at the foot of the grade before 
mentioned, could back westward as far as desired, 
and deliver the staff at the bottom of the grade and 
receive the staff for the section ahead as it passed 
the station; consequently, no automatic signal would 
be required nor would flagman have to be sent out, 

Since the train staff absolutely controls all switches 
in a given block, and permits trains to work in that 
block in either direction without train orders and 
without sending out flagman, it will be seen that it is 
the most complete method of controlling traffic 
single track line. 

Where a single track line is used by several com- 
panies the employees of these companies are not re- 
quired to be examined on the rules if the track over 
which their trains operate is controlled by the staff 
consequently, no explanations or spe- 
are issued; all that the engineman 
is that he cannot get a clear signal 
for him and no mis- 


on a 


system, and, 
cial bulletins 
needs to know 
unless the train staff is ready 
interpretation of orders can occur, 
issued. 

The volume of traffic which can be moved over a 
single track controlled by the train staff is greatly 
in excess of the amount where no train staff is used, 
because often the 
passage of trains, and it is not infrequently the case 


because none are 


considerable time is required for 
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that trains lie at a passing track, junction or station 
for several hours when there is no physical neces- 
sity for it. 
THE NATIONAL SWITCH & SIGNAL CO., 
Charles Hansel, Vice-President. 








Unnecessary Labor in Locomotive Details. 





At the meeting of the New England Railroad Club 
on Tuesday, April 12, a paper, bearing the above title, 
by Mr. P. M. Hammett, Master Mechanic Boston & 
Maine Railroad, was read. The major part of the 
paper is printed below, omitiing the preliminary re- 
marks about external finish. 

Passing on to the structure of the locomotive, we 
observe that intelligent application to the design of 
details in the drawing room will invariably be well 
repaid by reduction in the cost of maintenance. No 
mechanical structure is subjected to so excessive and 
rapid wear as the locomotive, and since the new en- 
gine is erected but once, yet must be torn apart and 
rebuilt a dozen times in its life, it is evident that, in 
the original design, the question of economical main- 
tenance is of even greater moment than that of low 


first cost. Many cases in point will occur to you, of 


which I may quote a few: 

Smoke boxes and extension fronts should be made of 
separate sheets, to facilitate the renewal of the exten- 
sions, which are the more perishable. Spring hangers 
and equalizers should be so proportioned as to allow 
ample room for adjustment of hangers as the springs 
grow weak in service. Care should also be taken to 
make the spring rigging easily accessible, so that 
springs may be changed without needless labor. 

On large engines, having the springs below the driv- 
ing boxes, labor may be saved by leaving an opening in 
the inside face of the oil cellar, closed by a removable 
plate, through which the sponging may be renewed 
without removing the cellar. 

In designing the attachments of cylinders, frames and 
foot plates, it is labor well spent to avoid the use of 
tap bolts or studs. Whenever a solid connection is need- 
ed it can best be assured by the use of taper bolts in 
reamed holes. Countersunk heads on bolts should also 
be avoided, as they increase the difficulty and cost of 
making good fits. 

The increasing use of driving wheel tires 3% in. and 
4 in. thick, which, before renewal, are reduced to 1% 
in. or less in thickness, renders it desirable to make 

‘ample provision, both in engine truck and tender, for 
adjustment of height to suit the change in height from 
rail to center of driving axle. Pilots, too, shouid be 
easily adjustable, that their height from.the rail may be 
kept constant. 

Driver brakes are now universally applied; so far as 
I am aware, except in New England, the driver brake 
shoes are still secured to the heads by bolts with coun- 
tersunk heads, and their renewal is very laborious. A 
modification of the well-known Christie key attachment 
is now in use on several roads, with entirely satisfac- 
tory results. 

The use of large steam pipes and high steam pressures 
has led to better designs for the attachment of smoke- 
box steam pipes, with good results in strength and 
durability. A point sometimes overlooked is the joint 
between the dry pipe collar and front flue sheet. If this 


collar be riveted to the dry pipe, and the latter be off- 


set so that it cannot be rotated when in place, this 
joint can only be reground by cutting off the collar. In 
such a case a loose joint ring between flue sheets and 
collar would greatly facilitate repairs. 

The bolts or studs securing steam and exhaust pipes 
to cylinder saddles are generally so affected by heat 
that they cannot be unscrewed. The labor of cutting 
them off and the risk of breaking thelugs through which 
they pass may be escaped by making the bolts with 
heads of exaggerated length, upon which a stout wrench 
may obtain a sufficient hold to twist the bolts off. La- 
bor is saved, and other substantial advantages are 
gained, by the use of a combination stand on the boiler, 
for injectors, air pumps, blower and other subsidiary 
purposes. 

The built-up type of steam piston has now, on many 
roads, given place to the piston in one piece, with cast 
iron packing rings sprung into grooves. Whether of 
box form, in cast or malleable iron, or of any of the 
simple plate forms, in cast or forged steel, this piston is 
much the cheaper in first cost and maintenance. 

Metallic packing for piston rods and valve stems is al- 
most universal, aud few would willingly abandon its 
use. Of its economy there is little room for doubt. Yet 
in spite of the good results obtained with either of the 
types most largely used on locomotives, it is a fact that 
there is much room for improvement. The average life 
of these packings, in actual service, is far below what is 
to be desired. 

Skillful design implies careful selection of material; 
equally does it imply consideration of the character of 
the material and the process by which it must be 
brought to form, in determining the shape to be given 
it. For complicated forms a metal which can be cast 
is to be preferred to one which must be forged, if the 
needed physical qualities can be guaranteed in the cast- 
ing. 

The steady improvement in the quality of steel cast- 
ings has already led to their use in many places, and 
there is prospect that we shall soon be offered steel 
castings which will be sound, tough, and low enough in 
carbon to make welding generally practicable. With 
the assurance of such qualities we may look forward to 
the substitution of engine frames cast in one piece of 
steel for the time-honored forged iron frames with 
many welds. The use of frames of a metal which af- 
fords so great freedom in choice of form will in time 


probably lead to considerable deviations from the tra- 
ditional forms, and I fancy that before long we shall see 
engine frames bearing comparatively little resemblance 
to those of to-day, and much better adapted to the se- 
vere strains to which they are subjected. 

Steel castings are much used in the place of iron cast- 
ings, to save weight; in such parts as rocker arms and 
lift shaft arms they replace expensive forgings and de- 
mand less labor in finishing, since they can be cast 
more nearly to finished sizes. 

Greater strength, without change in dimensions or in- 
creased weight, may be obtained by replacing iron cast- 
ings with those of gun iron or malleable iron, or of 
‘‘steeled iron.”’ 

When strength is of little consequence, and forms are 
complicated, thin iron castings may often be substituted 
for sheet iron or steel.. AS an example may be men- 
tioned the boxes in cabs used to cover the rear driving 
springs, commonly made of sheet metal. 

In many cases malleable iron may be substituted for 
brass, but caution is needed in this, as, in the case of 
light castings requiring much finishing, the greater cost 
of machine work on malleable iron sometimes overbal- 
ances the difference in cost of material. 

Having now examined the principles of design 
which should be followed in striving for economical 
resulis, let us look for a little at the conditions which 
make for or against economy in shop practice, that 
is, in the actual execution of accepted designs. 

We immediately find one basic principle; the extent 
to which the use of special or automatic machines 
may profitably be carried is proportional to the num- 
ber of identical operations to be performed. If a 
single stud of certain size, for instance, is needed, no 
tool is more economical than a plain lathe; if a hun- 
dred of the same size are needed, the turret lathe at 
once proves its value; if a hundred thousand be re- 
quired, the greater cost of the full automatic machine 
will be amply repaid. In a locomotive repair shop 
this practice can be followed to a slight extent only, 
yet the principle remains true. I know of no opera- 
tion repeated, even in a large repair shop, so often 
as to justify the use of an automatic machine; but 
the use of turret tools and the simpler types of spe- 
cial tools may be carried to a considerable extent, 
even in small shops. This can thoroughly be done 
only by systematic effort to reduce the variety of 
small parts, and increase the number of parts of each 
approved type which may be made up at one time. 
In other words, the way to economical production of 
small parts for locomotives lies in the adoption, as 
far as possible, of standard patterns and sizes. 


The first step in this direction is naturally in the way 
of brass fittings. All valves and cocks used on the lo- 
comotives of any road should be of established stand- 
ard pattern. Once standardized, even on a road of mod- 
erate size, they may profitably all be made at one point, 
and thus such a quantity of work obtained as_ will 
justify the introduction of modern brass finishing tools. 

All studs, pins, etc., should be brought to standard 
sizes and threads, and made in quantities, on turret 
lathes. 

By the use of standard reamers all finished taper bolts 
may be standardized and kept in stock ready for use, 
avoiding the expense and delay of making bolts to fit 
holes already reamed. 

When many pieces are to be drilled alike, the use 
of jigs with hardened bushings insures accuracy of 
work, and enables it to be done by laborers of a cheaper 
class. 

When duplicate forgings of steel or iron, are needed, 
the use of simple dies and formers under the steam 
hammer is productive of much saving. 

The use of cores to avoid drilling holes in castings is 
worthy of cureful attention, though caution is needed, 
as in the case of coring stud holes in cylinder heads, 
when it proved that the saving was more than balanced 
by the difficulty of facing a surface pierced with cored 
holes. 

In the treatment of finished surfaces, where smooth- 
ness of surface without extreme accuracy is desired, the 
use of emery wheels is decidedly cheaper than draw- 
filling and hand-polishing. For main and side rods, 
guides and similar large articles, an emery wheel 
mounted in a swinging frame, so that it can be moved 
over the work at will, gives excellent results. 

Axle journals and crank pins may be burnished by ro- 
tation under pressure from a hardened steel roller, the 
results being much better, as well as cheaper, than 
those obtained by filing and polishing. 

In boiler repairs, the pneumatic tool for chipping, 
calking and beading flues promises much saving in la- 
bor. The practice of setting tubes with copper ferrules 
in front tube sheets seems to involve needless expense, 
as tubes simply expanded into the sheet without fer- 
rules or beading give no trouble whatever. 

On large roads a steady demand exists for new fire- 
boxes, new boilers for locomotives, and stationary pur- 
poses, sufficient to justify the equipment of a complete 
plant for such work if all this work can be concen- 
trated at one point. Such a plant would profitably con- 
tain heavy punches and shears, plate edge planer, bend- 
ing rolls and hydraulic riveter—in fact, all the modern 
tools for economical boiler work, with the exception of 
the flanging press. 


I trust that I have made evident one conclusion. 
Opportunity for the reduction of the labor cost of 1o- 
comotive maintenance lies less in doing away with 
the little that is superfluous than in the systematic 
adaptation of the means available to the ends de- 
sired. Only by intelligent design, by the use of the 


most suitable materials, with constant reference to 
the available facilities, together with the intelligent 
employment of those facilities, can the best results 
be obtained. 


Modern British Express Engines —Their Construction 
and Work. 


BY CHARLES ROUS-MARTEN, 


In dealing with the various types of modern express 
engines on the railways of Great Britain, considering 
them with regard to construction and work done, it will 
be found convenient to class them in three main divis- 
ions, as “Single,” ‘‘Coupled,’’ and ‘‘Compoune.” <A 
fourth division will subsequently be required. It will 
be devoted to express engines of the four-cylinder type, 
but as yet these number only fourin all Great Britain 
and are purely in the stage of experiment. But each of 
the other three divisions has a very large number of 
representatives and has become a standard type in this 
country. Nor is there at present any symptom of either 
the single-wheel or the coupled type becoming extinct. 
As regards the compound type, the matter is open to 
more doubt. ; 

Single-W heel Engines. 


Originally the single-driver engine was the only type 
of express engine used in these Islands. It was not un- 
til 1855 that coupled engines were definitely designed 
for express duty and then they came into use very grad- 
ually. About 15 years ago therace of single wheelers 
appeared to be doomed to extinction. Even on the 
Great Western and -Great Northern lines, which had 
been the chief champions of the single type, the latest 
built locomotives used on express duty were coupled. 

Perhaps the credit of initiating the fresh departure 
may be awarded to the Manchester, Sheffield & Lincoln- 
shire, now the Great Central line. whose able Chief En- 
gineer, the late Mr. Charles Sacré, built in 1883 his well- 
known ‘‘500” class of single engines for the fast train ser- 
vices between Manchester and Liverpool, Manchester and 
Southport, and Manchester and Grantham (part of the 
Manchester-London route) respectively. These engines 
had 7 ft. 6 in. single drivers and outside cylinders 1714 x 
26. They were supposed to have 1714 tons weight on the 
drivers, but their designer himself admitted to me that 
their actual adhesion weight was about 20 tons. They 
have done good work during the past 14 years. One of 
their duties consisted in taking hourly trains of 120 tons 
from Manchester to Warrington, 154 miles, in 18 min- 
utes. I made many experimental journeys and usually 
found this fast time well kept. Indeed, in one case it 
was considerably improved upon, for the run was done 
in 15 minutes 44 seconds. On the London-Manchester 
service one of the engines passed Retford (3314 miles), 
slowing to five miles an hour, in exactly 33 minutes from 
the start from Grantham. Both roadsare fairly easy, but 
the performances were undoubtedly smart. These en- 
gines, however, have proved somewhat heavy on repairs, 
and the absence of a leading bogie has been detri- 
mental. The type is not being perpetuated. 

Next, in 1884, came two somewhat notable new single- 
wheelers built by Mr. W. Dean for the Great Western 
Railway. These were intended as the pioneers of aclass 
that should succeed the famous 8-ft. singles on the re- 
moval of the 7-ft. gage. They had 7 ft.8 in. driving- 
wheels and inside cylinders, 18x26, but ne bogie. Fail- 
ing to give satisfactory results, they were rebuilt with 
7-ft. wheels in accordance with the standard type, but 
retaining their 26-in. piston stroke instead of the 24-in. 
of the others. Since being altered they have worked 
very well and I found one of them keep time ona slight - 
ly uphill run timed at 45 miles an hour, with a load of 
nearly 300 tons.* . 

In the same year the Great Northern resumed the con- 
struction of the celebrated 8 ft. 1 in. singles, which, ori- 
ginally designed by the late Mr. P. Stirling in 1869, had 
done the bulk of the best express work on that swiftest 
of English lines. Ten more of these were built in the 
years 1884-87 and 1893. 

But in 1885 Mr. Stirling initiated a new departure 
with his 7 ft. 7 in. singles having inside cylinders 1814 
x 26,and 160 lbs. steam pressure, but no bogie. The 
adoption of solarge a driver with inside cylinders was 
looked on with disfavor by some authorities who cher- 
ished the antiquated prejudice against a high center of 
gravity, and the experience of those first two7 ft. 8 in. 
engines onthe Great Western was deemed an unfavor- 
able augury for the new Great Northern engines. But 
the experiment proved entirely satisfactory. The engines 
were quite as powerful asthe 8-ft. singles with outside 
cylinders and cost some £300 apiece less to build. In the 
end 23 of this class were constructed, and all have done 
excellent work, as I shall show later. 

In 1884 Mr. S. W. Johnson informed me that he had 
decided to build some single-driver engines for the Mid- 
land line to take the faster and lighter expresses. He 
then intended to have 8-ft. drivers with outside cylin- 
ders and leading bogies; in fact, an enlarged edition of 
the type into which he formerly converted some of the 
old single-wheelers on the Great Eastern ‘line. But 
subsequently he modified his plans and adopted a 7 ft. 
4 in. wheel, with inside cylinders 18 x 26, and 160 lbs. 
steam. 

The first of this class came out in 1887 and proved so 
efficient that 18 in all were built in the years 1887-90. In 
1889, however, Mr. Johnson determined on enlarging 
these dimensions and brought;out a locomotive with 7 
ft. 6 in. single-drivers, and inside cylinders 1814 x 2%. Of 
these 42 were constructed up tu 1894, and subsequently 
10 more with 19-in. cylinders, all doing admirable woik 
on all classes of express trains. 


*The loads mentioned in this article are all exclusive of 
engine and tender, 
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In 1886 a7-ft. single-driver engine with inside cylin- 
ders 18 x 26, 150lbs. steam and leading bogie, was de- 
signed for the Caledonian Railway by Mr. D. Drummond, 
and this engine (‘‘No. 123’) has proved very useful with 
light fast trains, such as those which ran in the London- 
Edinburgh race of 1888, but deficient boiler power has 


early in 1895 his latest type of single. It was simply an 
enlargement of his famous 8-ft. class which had done 
such splendid work for 25 years. By giving the new 
engines 1914-in. cylinders instead of 18-in., 170 lbs. steam 
instead of 140 lbs., 19 tons adhesion weight, and 
increased boiler power, he produced a locomotive which 

has proved itself equal even 








Manchester, Sheffield & Lincolnshire, No. 399. 
in.; Cylinders, 174 X 26, 


rendered her less suitable for heavy expresses and no 
more of the same type have been built. 

In 1889 Mr. T. W. Worsdell built for the North East- 
ern 10 single-driver compound engines, on the Worsdell- 
Von Borries system, with 7 ft. 1 in. wheels, and cylinders 
18 and 26 x 24. These he immediately followed with 10 
more having 7 ft. 7 in. wheels and cylinders 20 and 28 x 24. 
These, however, belong more strictly to the ‘‘Compound” 
section of my subject, as do also the ‘‘double-single’”’ 
compounds built by Mr. F. W. Webb for the London & 














Great Northern, No. 237. (P. Stirling.) Driving Wheels, 
7 ft. 7in.; Cylinders, 184 x 26. 


North Western. But the second batch of Worsdell com- 
pound singles come within the scope of the present 
article because they have all been rebuilt as new non- 
compound singles by the present Locomotive Superin- 
tendent of theline. I shall return to them later. 

Il now come to what I may term the ‘‘ modernest” of 
modern single wheelers. These comprise the newest 
classes of express engines built respectively for the Great 





(C. Sacre.) 


to the hardest work de- 
manded on that line, pulling 
very heavy trains at great 
speeds and with marked 
economy. Only six of these 
(Nos. 1003-8) have as yet been 
built. 

His successor, Mr. H. A. 
Ivatt, has rebuilt as virtual 
new ergines fsur of the older 
8-ft. singles, giving them 
domes, greatly increas:d 
boiler power and firebox 
area and 175 Ibs. steam pres- 
sure. These have turned 
out remarkably well and all 
the old engines will be simi- 
larly reconstructed as they 
come in for heavy repairs. 

On the North Eastern line, 
Mr. Wilson Worsdell, the 
present Locomotive Super- 
intendent, hasalso produced what is virtually a new class 
of single-wheelers. Finding that, owing to the great 
size of the inside cylinders (20 and 28 in.) ccmrelling the 
valve chests to be placed outside, the engines were often 
placed at a disadvantage through the exposed chests 
cracking in frosty weather, he rebuilt them as non-com- 





Driving Wheels, 7 ft. 6 


being the Great Northern 8-ft. engines, the existence of 
that exception being due to the great length of piston 
stroke—28 in.—which, in association with an 8 ft. 1g in. 
wheel, would raise the boiler higher than has ever yet 
been seen in British practice. Personally I am by no 
means convinced that this height would be excessive. 
Expert opinion, however, moves slowly iu this country, 
and at present the height of boiler which is commonly 
adopted in American practice is not seen in Great 
Britain. 

Apart from this one exception, inside cylinders are 
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Great Western, No. 3009. (W. Dean.) Driving Wheels, 


7 ft. 8 in. ; Cylinders, 19 x 24. 


met with in every case, that of the Great Northern 7 ft. 
7 in. engines inciuded. Of cylinder diameters, we have 
19:in. on the Great Western and North Eastern: 18 in. 
on the Great Eastern and Caledonian; 19's in., 19 in., 
184g in. and 18in. on the Great Northern and Midland 
The piston stroke 24 in. on the Great We ern, 
Great Eastern and North Eastern; 26 in. on the Great 


is 














Great Northern, No. 1005. (P. Stirling.) Driving Wheels, 8 ft. 1 in. ; Cylinders, 194 x 28. 


pounds with inside cylinders 19 x 24, and in this shape 
they have done and are doing excellent work. 

Mr. S. W. Johnson’s latest departure on the Midland 
has been to build five new single-driver expresses with 
wheels 7 ft. 9 in. diameter, the largest ever put under an 
inside-cylinder engine on the 4 ft. 81g in. gage. These 
remarkably handsome engines came into work in 1897 
and ‘are giving admirable performances with very fast 








Midland, No. 1864. 


Western, Great Eastern, Great Northern and Midland 
lines. 

When, in 1892, Brunel’s 7-ft. gage was finally abolished 
on the Great Western, the London-Exeter expresses were 
taken on the standard gage by a new class of engines 
built by Mr. Dean with 7 ft. 8 in. single-drivers, cylin- 
ders 20 x 24, and 19 tons adhesion weight, but no bogie. 
Experience soon proved that the weight on the single 
drivers was too great, that with 1,444 sq. ft. of heating 
surface the boilers could not supply enough steam for 
20-in. cylinders to use’advantageously, and that. a leaa- 
ing bogie was desirable. All the engines, 30 in number, 
have been rebuilt with leading bogie, 19-in. cylinders, 
1 561 sq. ft. of heating surface, and only 18 tons on the 
drivers. As rebuilt, the engines have proved very suc- 
cessful, and 50 more of the same class have been turned 
out at the Swindon Works, including 20 during the 
year just ended. 

On the Great Eastern, Mr. J. Holden has built 21 
single-wheelers, taking his standard type of 7 ft. coupled 
express engine with cylinders 18 x 2%, dispensing with 
the coupling-rods, and substituting a small pair of 
trailing wheels for the pair of 7 ft. coupled wheels. 
Several of these have been fitted with Mr. Holden’s 
patent apparatus for burning liquid fuel. 

For the Great Northern, the late Mr. P. Stirling built 





(S W. Johnson.) Driving Wheels, 7 ft. 6 in.; Cylinders, 184 X 26. 


and heavy trains, the most recent feat of one being to 
break all the previous records of railway speed in this 
country, while the fuel-consumption is, I am officially 
informed, specially economical. 


Northern, Midland and Caledonian. The nominalsteam 
pressure is 175 1bs. on the North Eastern; 170 and 160 lbs, 
on the Great Northern and Midland; 160 lbs. on the 
Great Western and Great Eastern and 150 lbs. in the case 
of the Caledonian single. 

So far as I have been able to judge as the result of con- 
versations with the leading locomotive engineers of this 
country, the chief objections taken to outside cylinders 
are their exposure to cold air, the heavier and more ex- 
pensive construction which they involve and the alter- 
nate “punching” motion;which they set up as compared 
with the steadier and more direct movement in the case 
of inside cylinders. The alleged weakness of the cranked 
axle and its presumed greater liability to fracture are 
stoutly disputed as non-existent when the design and 
workmanship are good. The advantage of greater ac- 
cessibility of working parts in the case of outside cylin- 
ders does not commend itself to British designers who 
prefer the superior external neatness of the other plan. 
Hence the inside-cylinder method is now all but universal 
in Great Britain, the sole exceptions being tolerated 
under protest, as it were, on account of special necessi- 
ties of construction. 

Work of the Single-Wheelers.—Coming now to the 
actual work done by these engines under my personal 
observation, I find a large number of excellent perform- 
ances. Bat in dealing with these for purposes of com- 
parison it is obviously necessary to bear in mind the 
respective capacities of the engines compared, having 
regard alike to tractive force (derived from cylinder 
diameter, piston stroke, and size of driving-wheel), 














North Eastern, No. 1520. (W. Worsdell.) Driving Wheels, 7 ft. 7 in ; Cylinders, 19 x 24. 


Main Features of Design.—Summarizing then the 
main features of modern British locomotive practice in 
respect of single-driver engines, it is in every case but 
one to place the cylinders inside, the sole exception 


boiler power, steam pressure and adhesicn weight, as 
otherwise a comparison would lack fairness and uni 
formity of basis. 

On the Great Western Railway Mr. Dean’s7 ft. 8 in. 
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single-wheelers have won special fame through the ef- 
ficiency with which they have performed the lungest 
daily non-stopping run in the world, that from London 
to Exeter, a distance of just 194 miles. The time allowed 
has been 3 hrs, 43 min., giving an average speed of 52.2 
miles an hour. But the actual rate is much better than 
this would make it appear. The pace has had to be re- 
duced to 10 miles an hour past Reading, Bath and 
Taunton stations, and the deviation loop by which Bris- 
tol station is avoided not only lengthens the journey 
by several chains, but also compels slowing to 10 miles 
an hour for more than a mile, this alone involving a loss 
of fully five minutes; and taking also into account the 
delays through the alteration still in progress of the 
permanent way from the longitudinal to the transverse 
sleeper type, the booked time is equivalent to a run in 
31¢ hours, which would make the average quite 56 miles 
an hour, and actual experience proves that even more 
than that average rate has to be maintained. 

Neither the road nor this particular train-load can be 
termed heavy. There are not more than five miles of 
steeper grades than 1 in 200, and these grades are con- 
fined to a single incline known as the Wellington 
bank, which has1 mile of 1 in 80 and 1in 81,114 of 1 in 
90,3 of tin 103to 1 in 167. Also 5 miles, much of 1 
in 200, occur just after Bristol is passed. Otherwise 
the grades are very easy. Water is picked up at two 
points while running at speed. 

Making three experimental journeys with this train, 
the run of 194 miles was twice accomplished without in- 
termediate stop in, 3 hrs. 36 min. 43sec. and 3hrs. 36 
min. 25 sec., respectively. In the third instance the 
train was stopped by signal after running 170 miles in 
8 hrs. 18 min., with 10 min. lost by signals. The load be- 
hind the tender was 120 to 140 tons. In one case a speed 
of over 60 miles an hour was steadily maintained up a 
gradient rising 1 in 660, and 41 miles an hour up 1 in 81. 
In another case the engine maintained 56 miles an hour 
up lin 115. On falling gradients I timed the engines at 
83.3, 82.5 and 81.8 miles an hour. 

The fastest timing on the Great Western is London to 
Bath, 106 miles 70 chains, in 2 hrs., or 53.4 miles an 
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same length, time being kept and the steep banks being 
ascended at a steady rate of 25 miles an hour, whereas a 
coupled engine, otherwise identical, made distinctly in- 
ferior traveling with a similar load. 

This excellent work was done with the single-wheelers, 
fitted with Mr. Holden’s patent liquid-fuel-burning ap- 
paratus which has now long passed its trial stageand is 
admittedly a complete success. Without recapitulating 
details which have already found publication, I may say 
that its salient feature consists in the combustion of the 
the liquid fuel in association with coal. That is to say, 
a base is provided of incandescent coal and coke, and 
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domes, larger boilers and fireboxes and 175 lbs, steam 
pressure, are doing excellent work with heavy fast 
trains. For example, the first of the number took 270 
tons from Grantham to Doncaster, 501¢ miles, in 59 
min. 2 sec., maintaining 40 miles an hour up1 in 200 
with that load and 58 miles an hour along six miles of 
deai level. Another hauled 247 tons 44 miles, including 
20 of continuous ascent, much at 1 in 200, in 4984 min., 
start to stop, not going below 47 miles an hour 
up five miles of 1 in 200 and running at 80 miles an 
hour down a corresponding descent. Athird kept upa 
speed of 61 miles an hour on the level with 245 tons. 














Midland, No 116. 


upon this two jets project the oil in the form of spray, 
together with acurrentof air. A very powerful and 
clean fire is the result and the steam can be steadily kept 
up at a point just below blowing-off, thus avoiding 
waste, while the enhanced cleanliness and avoidance of 
smoke and dust involve a substantial saving in expense 
as well as superior comfort. At present Mr. Holden has 
16 express engines, 6 single and 10 coupled, fitted with 
the apparatus, and he is still extending its use. [For a 
detailed description see the ‘t Railroad Gazette” of Feb. 
20, 1892. 








Great Eastern, No. 1006. (J. Holden.) 


hour. One of these engines made this run with a load 
of 200 tons in1 hr. 57 min. 2 sec., andanother maintained 
37 miles an hour up 1in 100, all in tunnel, with 175 
tons. Considering that the tractive force per pound of 
effective pressure in cylinders is only 94.2 lbs., this rep- 
resents very good work. 

Mr. Holdeu’s 7-ft. single-wheelers on the Great East- 
ern, although given only 92.5 lbs. of tractive force, have 
proved themselves doughty champions of the single- 
driver type as against the coupled type, otherwise iden- 
tical. They have regularly run the special Cromer express 
from London to North Walsham, 131 miles, without stop, 
the timing to the junction (114 miles), whence the line 
is single, being 51 miies an hour. Such gradients as 1 








Driving Wheels, 7 ft ; Cylinders, 18 x 24. 


The Great Northern 8-ft. singles are now divisible into 
three classes, viz., the old type dating from 1870 onward 
which have 149 to 160 lbs. pressure, according to the 
p2ried of their boilers, and cylindersmostly bored out to 
about1814¢ in.; Mr. Stirling’s latest class with 170 lbs. 
pressure and 19!¢-in. cylinders; and Mr. Ivatt’s rebuilds 
of the first-class, which have 175 lbs. pressure and 18 in. 
cylinders. 

Although the engines of the oldest class have too often 
been overloaded of late and have consequently lost time. 
being frequently required to take 250 tons at 54 or 56 
miles an hour, whereas they were designed only to take 
150 tons at 51 miles an hour, they have yet given, under 
favorable conditions of weather and load, many fine per- 











Caledonian, No. 123. (D, Drummond.) 
in 70 (°, mile) three miles of lin 84 and 1 in 90, and longer 
distances of 1 in 132, ete , have to be encountered, The 
load, on the occasion of my experimental journeys, was 
170 tons, but the engine did the first 1144 miles from the 
start (°, being | in 70 up), in 8 min. 5sec., and maintained 
31.1 miles an hour up lin 84. The average rate for the 
whole run was 53.5 miles an hour, very evenly sustained, 
nothing higher than 65 miles an hour having been run 
down the falling grades. 

In another case the engine took 220 tons over the first 
69 miles of the same road at 48 miles an hour, again 
climbing the banks of lin 70 and 1 in 84 with ease, the 
speed never falling below 28 miles an hour. And in a 


hird instance a load of 260 tons was taken along 


Driving Wheels, 7 ft.; Cylinders, 18 x 26 


formances. Perhaps the best in my experience was a 
run with a load of no less than 276 tons from Peter- 
borough to Doncaster, 7924 miles, in 981g min., with- 
out assistance and in spiteofastrong side wind. This 
distance begins with a long climb cf 24 miles to Stoke 
Summit. much of the distance being at Lin 200 and the 
last three miles at 1 in 178. The speed did not fall below 
37 miles an hour up the 1 in 178, even with that load. 
Another of these engines took 246 tons from London 
to Peterborough, 7614 miles, in 8614 min., about half 
of the distance being uphill. mostly at 1 in 200 but be- 
ginning with Lin 105 and 1 in 110 for two miles and hav- 
ing short lengths of 1 in 100 and 1 in 150. 

Those of this class which Mr. Ivatt has rebuilt with 








(S.W Johnson.) Driving Wheels, 7 ft 9 in.; Cylinders, 194 x 26. 


As for the larger class last constructed by the late 
Mr. P. Stirling, their power and swiftness are very great. 
I have known’one of them to take 250 tons on the level at 65 
miles an hour or up 1 in 178 at 50, also to take 100 tons at 
60 miles an hour up ascents of 1 in 200. One run from 
Grantham to York, 823( miles, in 80 min. 31 sec, with a 
load of 190 tons was especially praiseworthy. 

All three classes of the 8-ft. engines have frequently 
attained speeds of over 80 miles an hour and maintained 
them for several miles, and they have reached 84, even 
then being manifestly within their powers. It has never 
been definitely ascertained what is the utmost they can 
do, though no locomotives enjoy wider fame on the 


score of swiftness. Their exceptional—indeed at present 














Great Northern, No. 544 


(P Stirliny and H A Ivatt.) 
Driving Wheels, 3 ft. 1 in.; Cylinders, 18 x 28 


unequaled—length of piston stroke, while increasing 
their haulage power, may possibly be a disadvantage in 
some degree as regards the attainment of extreme speeds 
by causing augmented piston velocity, but I suspect that 
if really put to the test they would not come out second 
in a race. 

In the case of the Great Northern singles, with 7 ft. 
7 in. wheels and inside cylinders, a long record of ad- 
mirable work exists. Among the finest in my ex- 
perience I may instance a run from Peterborough to 
Doncaster (7984 miles), with 230 tons, in 85 min, 12 
sec., Grantham being passed in 331g min. after the 
start, though tne 2944 miles included the long rise to 
Stoke Tunnel, the last 1514 miles, mostly at 1 in 200 
and 1 in 178, being ascended in 18!¢ min. Another 
ran 26 miles, virtually a dead level, in 25 min. 56 see. 
with a load of 270 tons; a third took 212 tons from 
Grantham to London, 10514 miles, with three ehecks, in 
1154¢ min., main aining 80 miles an hour for 10 con- 
secutive miles and attaining a maximum of 83.7 with 
that load down 1 in 200; and a fourth with a light load 
succeeded in reaching a speed of 865 miles an hour, at 
that time the highest authentically recorded in Great 
Britain. 

Some of these engines have had their 18!4-in. cylin- 
ders bored out to 1834 and 18% in.: others have had the 
size reduced to 18 in. All appear to perform equally 
well, notwithstanding those differences in nom nal 
power. 

On the Midland line Mr. Johnson has placed four dif- 
ferent classes of modern single-wheelers. The original 
type, with 7 ft. 4 in. drivers and 18-in. cyliaders, have al- 
ways been remarkably efficient and still perform much 
the same duty as their nominally more powerful suc- 
cessors. Among the best of many notable feats I may 
instance a run from Leicester tu Bedford, 4914 miles, in 
50 min. 49 sec., with 184 tons. What renders this 
particularly noteworthy is that half the distance is up- 
hill and three severe banks of 1 in 120, 1 in i32, and 1 in 
160 each extending for several miles have to be climbed. 
The downhill speed several times rose to 82 miles an 
hour. With the lighter expresses, many surpris- 
ingly swift runs were made. Also with heavy 
Scotch expresses the 99 miles from Leicester to Lon- 
aon, which has a 16-mile climb at 1 in 200 
after Bedford and several short climbs in addition to 
these already mentioned as between Leicester and Bed- 
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ford, were several times run in 1 hour 47 min. to1 hour 
49 min. 

The 7 ft.6in. singles on the same line, with 18!¢-in. 
cylinders, and the same class with 19-in. cylinders, 
which are virtually identical, have always proved most 
valuable engines. My records of their performances 
show these to have been much about the same as those 
of the 7 ft. 4 in. class, but I have noted a higher maxi- 
mum speed with three different 7 ft. 6 in. engines, viz., 
84.1 miles an hour. 

But Mr. Johnson’s latest development of this type, 
the splendid looking single wheelers of the 115-119 class, 
having 7 ft.9 in. drivers and cylinders 1914 x 26, bid 
fair to surpass the finest of the many fine express en- 
gines on that road. One of these has already broken ail 
British speed records by achieving an unquestionable 
rate of 9) miles an hour and by sustaining a speed of 
over 80 miles an hour for 13 consecutive miles with a 
load of 160tons. Another noteworthy feat consisted in 
taking the Scotch dining car express of 140 tons from 
London to Nottingham, 124 miles, without a stop, in 2 
brs. 15 min. 44 sec., in spite of 534 min. being lost bv 
signals and road repairs, which left the net time 130 
min. Several heavy grades have to be climbed in this 
journey, including 4 miles continnously of 1 in 100 and 1 
in 119. Upa bank of 1 in 167 a speed of 56.2 miles an 
hour was easily maintained. The train stopped at Not- 
tingham 7 min. before schedule time in spite of nearly 
6 min. special delays. 

On another occasion one of these locomotives ran with 
a Scotch dining car express, weighing nearly 200 tons, 
from Leicestereto Finchley, 96 miles, in 104 min. 25 sec., 
all the heavy grades previously meutioned having to be 
climbed; and another took a load of 150 tons from Not- 
tingham to Wellingborough, 59 miles, in 63 min., and 
from Wellingborough to Kentish Town, 6314 miles, in 
6614 min., several banks having to be ascended in each 
case. M. Johnson informs me that the coal con- 
sumption of these engines, so far as yet tested. has 
averaged only 24.56 lbs. per mile. They are therefore 
obviously economical. Their number will probably be 
multiplied ere long. 

To the rebuilding by Mr. Wilson Worsdell, the present 
Chief Locomotive Engineer of the North Eastern Rail- 
way, of 10 large single-driver engines which were orig- 
inally designed and constructed as compounds by his 
predecessor and brother, Mr. T. W. Worsdell, I have 
already made passing reference. In their present form 
as single high-pressure engines with 175 lbs. of steam, 
they have given many admirable performances, One 
drew atrain of 220 tons from Neweastle to York, 8014 
miles, in 913 wmin., with an intermediate stop, and 
maintained 40 miles an hour with that load up a grade 
of lin 150. The last 44 miles into York were done from 
start to stop with that load in 44 minutes. Another of 
the same class ran with 187 tons from Newcastle to Edin- 
burgh, stopping twice on the way, in 2 hours 28 min., 
the distance being 124! miles, much of it some- 
what heavy. One with 134 tons starting from York 
passed Darlington (44 miles of rising gradients) in 42 
min. 54 sec., and reached Newcastle (804g miles) in 
79 min. 54 sec., although 3 min. were lost by two checks. 
In two other cases one of these engines stopped at 
Darlington in just 44 min. from York, the loads be- 
ing respectively 120 and 135 tons. One of this class at- 
tained 85.7 miles an hour down a falling grade. Exce)- 
lent as the engines are, however, the type appears 
unlikely to be p2rpetuated. the coupled design finding 

more favor with the present Locomotive Superientend- 
ent. 

Modern locomotives of the singl>-driver type have but 
one solitary representative on the Caledonian Railway. 
That sole specim2n has, hewever, been the object of 
much hero worship, and has been accredited with such 
extensive capabilities, chiefly mythical. that I cannot 
piss itover. Bearing the easily remembered number, 
123." this engine suddenly sprang into fame in 1888 
through being daily employed in runing the *‘ racing ”’ 
train from Carlisle to Edinburgh. This duty was exe- 
cuted in a manner which left nothing to be desired, 
Time was gained on every day, and once the heavy run 
of 10034 miles was completed in 102 min. 33 sec., although 
it included the steep Beattock bank, of which 6 miles are 
at 1 in 75, 2. at Lin 80, and 2 at1in 88, and several lesser 
ascents. The loads, however, were very light, only 76 
tons. 

As I found an impression widely prevalent that ‘‘ 123,’’ 
if employed in the ‘“‘ Race to Aberdeen” of 1895, would 
have made a better time than tha 6 ft. 6 in. coupled en- 
gines which were then used, I took a recent opportunity 
when the engine was freshly out of the workshops, after 
a thorough overhaul, and was guaranteed to be in her 
most efficient trim, to make two experimental trips 
with her. The engine was made to do her best and per- 
formed very creditably, but, as I had fully expected, 
failed utterly to equal the achievements of her more 
powerful coupled rivals, even in mere speed, although 
these latter had drawn far heavier loads. No. 123 took 
155 tons up 1 in 1U0 at 30 miles an hour, and attained 81.8 
miles an hour downhill, but the coupled engines of the 
‘‘Dunalastair” class took 170 tonsup1in75 at 36 miles 
an hour, and attained 85.7 downhill. The celebrated run 
from Perth to Forfar which was timed in 1896 faster 
from start to stop than any scheduled run ever has been 
in the Kingdom, viz., 69.9 miles an hour, and which the 
‘** Dunalastair ” engines easily did at 63.5 miles an hour, 
No. 123 ceuld not accomplish faster than at 58. The 
Forfar-Perth length (324¢ miles), which was run in the 
opposite direction by a ‘* Dunalastair” with 233 tons in 


31 min. 34 sec., No. 123 could not get over in less than 32 
min. 20 sec., with a load of only 112 tons. 

Careful experiments made it quite clear that the 
boiler was too small for fast work with really heavy 
trains, and the widespread fancy that No. 123, if really 
put to it, could ‘* beat all creation” has aow been rudely 
but conclusively dispelled. 

It may be worth while to mention that all my speed- 
records were obtained by the process which alone I have 
found entirely trustworthy, namely, by employing 
three tested chronographs, dne having a split-seconds 
hand. This last is started at the beginning of a par- 
ticular length on which the speed is likely to be high. 
With the other two the successive quarter-miles are 
taken, both buttons being simultaneously pressed 
so as to start one intrument and stop the other. The 
split movement is used at the end of each mile as a check 
on tha quarter-mile records and the passing times of 
stations, signal-boxes, bridges, etc., recorded by watch, 
form asecond check. In this way both the element of 
‘personal eqnation’’ and the risk of a mechanical re- 
corder going astray are virtually escaped, and a very 
close approximation to absolute accuracy is attained. I 
have not found it safe to rely implicitly upon any other 
method. 

The following table shows the chief dimensions of the 
engines dealt with in this article: 





passenger compartment which is fitted with cherry 
slat seats; drop seats are also placed in the bag- 
gage compartment for use in case of crowding and 
for the accommodation of smokers. 

Altogether the car is as comfortable and 
nient as could be desired for use on a road where 
high speeds are needed between stations separated 
by short intervals. Cars of this type permit a fre- 
quent train service with a small cost for wages; only 
two men are needed to operate the car. 


conve- 





The M. C. B. Coupler.* 








The coupler question is one that has received a 
great deal of attention, and one on which many valu- 
able papers have been written and discussed. Very 
extensive tests have been made also at different 
times, which have been of great help in perfecting 
the coupler. The drop test, accompanied by good 
specifications, has enabled railroad companies to pro- 
tect themselves against bad designs as well as poor 
material. There are some railroads which, for some 
reason, have not obtained the advantages that may 
be derived from the drop test and from specifications, 
and an examination would likely show that th 
neglect to make use of the drop test and to require 
the fulfilling of good specifications has resulted in 





SOME FAMOUS ENGLISH “‘ SINGLE-WHEELERS.”’ 
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ne | | Bogie 
: Diameter} «; Steam; Total | Firebox | Total 8 
Railway. driving Size of ress- | heating | heating | Grate weight driving v4 
| wheels. | cylinders. a | surface. | surface. | area. | of engine.| wheel. | — 
ft.in. | in. ibs, sq. ft. ' sq.ft. | sq. ft. Tons Tons, | 
GRECRG WOMGRN S ooi5 vi csccaccscvcusdecedoss 78 19 x 24 160 1561 { 127.0 | 20.80 49.0 18.0 | Bogie 
CHGME HOALOUiesceccccccccss vusseseucse 7.0 | 18 X 24 160 1,217 | 100.9 | 18.00 41.0 17.0 | Radial 
Great Northern............ macacdauedads 8.1 1946 X 28 70 | 1,031 121.9 | 20.00 49.5 } 19 2 | Bogie 
CHEGMG NNGMMMIEER so oie cos cce cee eccctesee's 8.1 13h@ X 28 140 1,045 109.0 | 17.75 45.1 17.0 | Bogie 
CIGAUINGEUHOUI.. ..ccccoessvcecesecncs St | <3 175 1,210 114.0 | 23.30 46.0 18.0  |\Bogie 
Great Northern __.......... weedaes 7.7 | 18% x 26 160 1,045 n9.0 | 17.75; 43.0 | 17.5 = |Raaial 
TOI S08 «ee et ae mene epee ar 7.9 | 196x26/ 170 1,233 128.0 | 21.30 47.1 18.5 | Bogie 
WRN oc cascscascccoeseavcsis 7.6 | 18e x 26 160 1,240 117.0 | 19.60 43.0 17.5 | Bogie 
North Kastern 7.6 | 19 x24) 175 1,139 123.0 | 20.70 45.5 19.0 | Bogie 
CUNIOIIDs aiennses senesse ane 7.0 | 1B x26 | We | 1,053 | 182.9 } 17.25/ 41.5 | 17.0 |Bogie 
' \ 





The other Midland singles having7 ft. 4in. drivers and 
19-in. cylinders respectively so closely resemble those now 
illustrated that separate views are unnecessary. The 
illustrations are from photographs published by F. 
Moore, London. All the loads referred to are exclusive 
of engine and tender. 








A Brill Car for Heavy Electric Work. 





The illustration shows a type of car recently turned 
out by the J. G. Brill Company for service heavier 
and faster than that of the ordinary electric rail- 
road. It is designed, in fact, to do the kind of 
service now done by steam trains, particularly 
on suburban and _ interurban lines. The car 
was. built for the Ballston Terminal Rail- 


The coupler should receive as 
attention as do car wheels, or 


much loss to them. 
much and as careful 
any other part of the car. 

It seems that the advantage 
use of drop tests of couplers is not properly ‘appre- 
ciated. Possibly the tests are quite severe, but this 
is only to provide an extra safeguard, just as the 
tests of wheels and axles are also more severe than 
the shocks which the wheels and axles receive in 
service. The drop test for couplers represents more 
nearly the treatment which the couplers receive in 
service than do the drop tests for wheels and axles. 
Couplers in service are subjected at times to de- 
structive jerks and blows; it is difficult to measure 
the force of such blows, but it is safe to assume 
that at the present day, with our heavy cars loaded 


accruing from the 























* Brill Car for Heavy Electric Work. 


road Co., Ballston, N. Y. One of the impor- 


tant features of this type of car, and one which 
has gone far to make it possible, is the perfecting 
of the truck, which permits very high speed with 
safety and smoothness of motion, and this car is 
shown as equipped with the Brill “perfect truck.” 

It has a steam car platform and steps, vestibule at 
both ends and is divided into passenger and bag- 
The length over end panels is 
The passenger com- 


gage compartments. 
25 ft. 4 in., width 8 ft. 4 in. 
partment is 16 ft. long and seats 22 persons; the 
baggage compartment is a little less than 9 ft. The 
latter is sheathed with tongued and grooved boards 
is provided with 4 ft. sliding doors at each 
side, an end door and a door to swing into the 
passenger compartment; this door is fitted with a 
glass sash. The platforms are 4 ft. 6 in. wide and 
the roof is of the regular steam car pattern. Two 
trolley poles and boards are provided so that the 
car may run in either direction. Two trolley poles 
are found desirable upon these long cars. There are 
two sand boxes, two gongs, and gates to the vesti- 
bules. There are six windows on each side of the 


and 


to their full capacity, when the cars are thrown to- 
gether with extreme violence, the couplers have to 
sustain a blow equivalent to the force of a blow 
delivered by a weight of 1,640 lbs. falling from a 
height of 10 ft. Those who place no value upon 
coupler tests may feel justified in holding an unfa- 
vorable opinion because of the varying results ob- 
tained at the present day upon couplers of the same 
make; but the discrepancies in the data obtained are 
due to the differing and unknown conditions under 
which the tests are made. 

To get comparable data, the tests must be made 
under exactly similar conditions, and the conditions 
which most affect the results are quality of 
foundation, weight of hammer, rigidity of machine, 
and the means employed in holding the coupler un- 
der the drop. 

The quality of foundation and weight of hammer 
are certainly of great importance, and apparently 
are given proper attention; in fact, these two fac- 

* From a paper presented by Mr. Gustav Giroux, Mechanical 
Department. Chicago, Burlington & Quincy Railroad, at the 
March meeting of the Western Railway Club. 
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tors seem to be given all the attention, as is evi- 
denced by the fact that, generally, specifications for 
couplers read as follows: ‘Test couplers to be placed 


upon a large cast steel anvil, which rests upon a 
heavy stone foundation, and be struck with a 1,640- 
Ib. weight.” 

There are likely no tests made with a drop weight 
that are more severe on the foundation and on the 
upper construction of the drop machine than tests 


upon couplers; this is clearly indicated by the shaky 
condition of the testing machine after a small num- 
ber of tests have been made, unless the machine is 


made exceedingly strong and rigid. When a ma- 
chine becomes a little shaky and the vertical sup- 
ports spring at their lower ends when the test 
coupler receives the blow, the conditions are more 
favorable to the coupler than were the machine very 
rigid. 


The Chicago Tire & Spring Co. of Melrose Park, 
Ill., was the first to build a machine that had all the 
necessary requirements, and one on which a variety 
of tests, including the jerk test, could be made with 
rapidity. The Chicago & Northwestern Railway 
then built a similar drop, as did also the Shickle, 
Harrison & Howard Iron Co., St. Louis. These last 
two drops have not the jerk test arrangement, but 
are similar in other respects. The bed plate used 


for this style of drop is a large steel casting, 6 ft. 


by 6 ft. square, and weighing over 8,000 lbs.; it 
rests on a stone foundation. Near each side of the 
bed plate are cored two square recesses to receive the 


legs or uprights of the machine, which, as is usual, 
are of square timber; these timbers are, for a 
height of 8 or 9 ft., incased in heavy steel castings, 
which fit tightly into the recesses in the bed plate. 
Near the bed plate are two heavy steel braces, one 
at each side of the drop, that extend from one leg 
to the other, and are securely bolted together. <A 
similar brace is at the top of these steel castings, 
leaving enough room between the uprights and the 
tie braces to set the coupler to be tested. The space 
between the stem of the coupler and the braces of 
the drop is filled in with iron blocks, which hold the 
coupler in a rigid position. 

A drop so made differs very much in strength and 
rigidity from the average drop test machine which 
manufacturers have to test couplers, or drops that 
railroads have to make axle tests, and with which 
coupler tests are also sometimes made. 

The means employed sometimes to hold the coupler 
in an upright position under the drop is to put a 
wooden block at each side of the stem of the coupler, 
then iron blocks and wedges so as to keep everything 
solid; others.dispense with the wooden blocks and 
use iron blocks and wedges only. If the center line 
of the striking weight corresponds with the center 
line of support of the coupler, the kind of blocking 
used makes little or no difference, but because these 
lines do not coincide, the blocking affects materially 
the results of the tests. This is a point that seems 
to have been overlooked. 

If wooden blocks are used the wood will afford a 
good cushion to the bar; this is clearly shown in tests 
by the way the wood is crushed. Iron blocks do not 
form a cushion and the tests are more uniform and 
more severe, 

Table No. 1 gives data derived from tests made 
with a machine having a good solid foundation and 
drop weighing 1,640 Ilbs.; the machine was not 
built as rigid or as strong as the one described above, 
but a great deal more rigid and stronger than the 
average railroad drop. The blocking used on each 
side next to the stem was of wood. Tables Nos. 2 
and 3 give results of coupler tests made under a 
drop machine similar to the one described above, and 
with only iron blocks at each side of the stem of the 
coupler. Table No. 4 shows results of tests made on 
a machine similar to the one from which data given 
in tables Nos. 2 and 3 was obtained, but wood blocks 
were used at each side of the stem of the coupler. 

Table No. 1. 





Malleable Iron Bar with Steel Knuckle—Wood Blocking. 
Guard Arm Test. Knuckle Test. 
_- —— -——-- —_———— EN SA OO ~ 
cs Date 3 5 10 10 15 
& cast. ft. ft. ft. Remarks. ft. ft. Remarks. 
A 10-9 3 7 1 Broke in stem. 
A 11-% 3 5 Bar O. K.and same bar stood 


following knuckle test....3 2 Bar O. K. 


Broke. 


All% 316 
A 12-% 3 5 Bar O. K.and same bar stood 
following knuckle test....3 4 Not broken 
4 11-9 3 5 Bar O. K.and same bar stood 
following knuckle test... 3 2 Broke instem 
A 3-% 3 3 Bar O. K.and same bar stood 
following knuckle test.... 3. 2 Not broken 
A 3-9% 3 3 Bar O. K.and same bar stood 
following knuckle test.... 3. 2 Broke in stem 
A 3-9 3 3 Not broken, 
A 10% 3.8 Bar broke in stem, 
A 39 Bar broke in stem. 
ry 8 8 2 Barcracking in stem. 
A 3 7 1 Cracking in corner of guard arm. 
A 315 Rar broke in stem. 
A 11-% 3138 Bar broke in stem. 
A 10-96 3 7 L Guard arm broke. 
A 1196 3 7 4 Guard arm broke. 
A 11% 3 7 1 Not broken. 
A 2-9 3 3 Bar broke in stem. 
411% 3 4 Bar broke in stem. 


Table No. 2. 
Malleable Lron Bar—Iron Blocking. 
Guard Arm Test. 
5-ft. 10-ft. Remarks. 

0 0 Bar breke in stem. 
Bar broke in stem. 
Bar broke in stem. 
0 0 Bar broke in stem. 

1 0 Bar cracking in stem. 
0 sroke in guard arm. 
0 Bar broke in stem. 

0 Bar broke in stem. 

0 Rar broke in stem. 

0 Bar broke in stem. 

0 Bar broke in stem. 
Bar broke in stem. 

0 Bar broke in stem. 

0 Bar broke in stem. 

0 Bar broke in stem. 

0 Bar broke in stem. 

0 Bar broke in stem. 


m4 


Kind. y Date cast. 
3-96 
3-96 
3-96 
3-96 
3-96 

10-96 

10-96 


0 0 
0 0 
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Table No. 3. 
Cast Steel Bar—Iron Blocking. 
Guard Arm Test. 
Kind. Date cast. 3-ft. 5-ft. 10-ft. Remarks. 
D 1-96 3 7 4 Not broken; bent badly. 


D 1-96 3 7 4 Not broken; bent badly. 
D 1-96 3 4 Bar broke in stem. 
A 4-96 3 7 1 Bar broke in stem. 
A 5-96 3 7 Bar broke in stem. 

A 5-96 3 3 Bar broke in stem. 

A 5-96 3 7 1 Bar broke in stem. 

A 5-96 3 7 1 Bar broke in stem. 

A 11-96 3 7 1 Broke guard arm. 
A 11-96 3 5 Broke in stem. 

A 12-96 3 7 1 Broke guard arm. 

A 12-96 3 7 1 Bad crack in guard arm. 
A 12-96 3 2 Har broke in stem. 

A 12-96 3 f 2 Broke guard arm. 

A 12-96, 3 7 1 Broke guard arm. 

A 1-97 3 7 2 Not broken; bent badly. 


Table No. 4. 
Malleable Iron Bar - Wood Blocking. 
Guard Arm Test. 
— -— Remarks. 


Kind. Datecast. 3-ft. 
A 2-95 : Broke in face. 


A 12-95 3 1 0 Broke in stem. 
A 11-95 +] 7 0 Broke in guard arm. 
A 11-95 3 8 0 Broke in stem. 


Cast Steel Bar—Wood Blocking. 
Guard Arm Test. 


Kind. Date cast. 3-ft. 5-ft. 10-ft. 15-ft. Remarks. 
A 11-95 3 18 Not broken. 
A 12-95 3 rf Not broken. 
D 12-95 3e 8 3 4 Broke in stem. 
D 1-96 3 7 2 Broke in stem. 
D 1-96 3 f 1 Broke in stem. 
D 1-96 3 7 2 1 Not broken. 
Table No. 5. 
Steel Knuckle. 
Knuckle Test (lugs driven together). 
i. 4a Z 
2 & § ee 
n <M & Datecast.4 « & Remarks. 
4ap 
Kn’kle. E B335 3 3 6 Cracked in pivot pin hole 
ee E_ B336 3 3 6 Lugs closed O. K. 
ag EK B337 3 4 7 Lugsclosed O. K. 
ég E_ B338 3 4 7 Lugs closed O. K. 
ig EK B341 3 3. 6 Cracked in pivot pin hole. 
¥ E 8356 3 4 7 Cracked in pivot pin hole. 
= EK B352 3 3 6 Lugs closed O. K. 
$i E A383 3 5 8 Lugsclosed O. K. 
* E A385 3 5 8 Cracked in pivot pin hole. 
“ A 8272 3 1 4 Cracked in pivot pin hole. 
- A A283 Ss 2s 
xy A A4i18 3 7 10 
* A A485 3 3 -— crack in pivot pin 
ole. 
a A B397 3 8 11 Lugs closed O. K. 
s A B398 3 2 5 Cracked in pivot pin hole. 
“e A_ &B413 3 1 4 Cracked in pivot pinhole. 
a A B45 3 4 7 Cracked in pivot pin hole. 
$s A B437 3 3 6 Cracked in pivot pin hole. 
ne A B442 3 3 6 Cracked in pivot pin bole. 
ss A2 7-21-96 3 2 5 Cracked in bottom lug. 
=i A2 8- 1-96 3 3 6 Crackedin pivot pin hole. 
= A2 8- 7-96 3 4 7 Crackedin pivot pin hole. 
“s A2 8- 6-96 3 2 5 Cracked in bottom lug. 
ad A2 7-22-96 2 2 Cracked in bottom lug. 
a * A2 7-29-96 3 4 7 Lugsclosed O. K. 
ace 
Kn’kle. B 3 1 4 Bottom lug broke. 
: wi 3 3 Bottom lug broke. 
44a) 
Kn’kle. F B760 3 4 7 Cracked in bottom lug. 
- F B761 3 5 8 Cracked in bottom lug. 
“2 F B758 3 8 11 Cracked in top lug. 
Y F B759 3 8 11 Cracked in bottom lug. 
. KF B750 3 8 11 No crack; lugs still 34 in. 
apart. 
~ F B753 3 8 11 Nocrack; lugs still 4 in. 
apart. 
F A825 3 8 11 Nocrack; lugs still 3¢ in. 
apart. 
. F A827 3 8 11 No crack; lugs still 3/,, 


in. apart. 

Note.—Lap knuckles “A” and “A2” are pivoted less than 
3 in. from face of knuckle and knuckle ‘“‘k’’ more than 3 in. 
from face of knuckle. 

It is clearly shown by the results of these tests that 
the quality of foundation and weight of drop are not 
the two most essential points to look after when 
good reliable coupler tests are desired, but that the 
rigidity of the drop machine itself, as well as the 
means used in blocking the coupler, are two factors 
which seriously affect the results obtained. If these 
last two mentioned conditions have not received as 
much attention as the two others, that is, the foun- 
dation and weight of drop, it is perhaps for want of 
information on the part of those who design drop 
test machines or draw up specifications, because they 
have not always the same opportunity to observe 
these points, and the methods used at different 
places, as those who have the practical work of mak- 
ing the tests and dealing with the specifications. 

Unless these facts are brought out and made pub- 
lic we cannot make intelligent specifications for 
couplers. With a little attention and more rigid 
specifications, this lack of uniformity in coupler tests 
can be reduced to a minimum. If the necessary at- 
tention is given this matter no doubt there will be 
developed much of interest from coupler tests. The 
metal having the highest physical properties, that is, 
elastic limit, ultimate strength and elongation, will 
certainly stand the most punishment so far as the 
testing is concerned, and a coupler made of fair 
quality of steel will stand more than a coupler made 
of a fair quality of malleable iron, but as tests are 
made at the present time this does not show up very 
clearly. If a good malleable iron coupler will stand 
a guard arm test of three blows at three feet and 
three blows at five feet without cracking when tested 
under a rigid drop, and with all blockings of iron, it 
is far better to show it in that light; and the same 
is true of the steel coupler. 

A malleable iron coupler that will stand the above 
test must be of an excellent quality of material and 
superior to the average malleable iron that is found 
in couplers in service to-day. Steel couplers that 
would not stand the above tests would better not be 
put in service. - 

Malleable iron and steel are two different kinds of 
material, and couplers made from the former are 
generally lighter than those of steel. This is so for 
several reasons, one being that to get the best re- 
sults from annealing, the malleable iron coupler 
should be made as light in section as possible. It is 
not right to make specifications the same for couplers 
made of different metals, because to do so would be 
to ask more from the makers of one kind of material 
than from makers of the other kind. There is cer- 
tainly as much difference between a malleable iron 
coupler and a steel coupler as there is between an 
iron axle and a steel axle, and if the same specifica- 
tions were used for both iron and steel axles it is 
doubtful if a satisfactory axle in either material 


would be obtained. It has been the practice to sub- 
ject iron axles to a certain test and steel axles to a 
similar one, but more severe and with the addition of 
a chemical test which is not required in iron axles. 
Why not also make a distinction between the mal- 
leable iron coupler and steel coupler, at any rate as 
far as the drop test is concerned? 

From observation I do not see why the knuckle 
test, as made to-day, is so commonly asked for; that 
is, three blows at three feet and two blows at fifteen 
feet. Before a coupler is adopted by a railroad it 
might be good practice to make a few of these tests 
to ascertain if the construction of the head, or the 
back, or side wall of the head against which the tail 
of the knuckle rests when locked, is made strong 
enough to stand the shocks. After this is settled the 
knuckle test is of no great value, because it does not 
show the strength of the knuckle under service con- 
ditions. A much better way to show the ductility of 
the material is to drive the lugs together. Table 
No. 5 shows results of tests made on knuckles sub- 
jected to this kind of a test. Knuckles passing these 
tests also stand the present complete coupler knuckle 
test, that is, three blows at ten feet and two blows at 
fifteen feet without cracking. The guard arm test is 
certainly the best test for the bar, for it shows the 
strength of the guard —_ and the stem, as well as 

ality of the material. 
a nie this date very few jerk tests have been 
made. There are certainly some good points in favor 
of this kind of a test, and it represents closely the 
jerks the coupler receives in service. 


ecifications for Cast 
Pane: ee Knuckles. 


As large a number of knuckles as possible 


ust be cast from each heat of steel. 
= —— will be ry pendiged pe agen Peg id 
: at of steel offered or iract a 
Herat me ged submitted to the drop test neigeon 
below. If this Saenger 8 ee — = 7 
knuckle will be taken 0 
pace iy and, if it fails, then that Meat will be = 
jected. All drop ‘tests to be made under a_ drop = 
machine as rigid as the one of the C. & N. W. Ry. Co. 
at Chicago. : P 
knuckle will be laid horizontally on one o 
ia an ee a solid a and given the following 
1 n the top of one lug: 
— knuckles ould 8 inches or less from center of 
pivot hole to face of knuckle to stand: : 

3 blows of 1,640 pound weight falling 3 feet. 

3 blows of 1,640 pound weight falling 4 feet. 
Lap knuckles pivoted over 3 inches from center of 

pivote hole to face of knuckle to stand: 
3 blows of 1,640 pound weight falling 3 
5 blows of 1,640 pound weight falling 4 


Face knuckles to stand: oe 
3 blows of 1,640 pound weight talling eet. 
1 blow of 1,640 pound weight falling 4 feet. 

A knuckle will be considered as having failed to stand 
the test if it shows any cracks. .... . 

Proposed Specifications for M. C. B. Steel Couplers. 

. . .. . AS many drawbars and knuckles as possi- 
ble must be cast from each heat of steel used. 

One drawbar will be taken for test by the inspector, 
from each heat of steel, and submitted to the following 
drop test. Blows to hit directly upon the end of the 
guard arm: 

3 blows of 1,640 pound weight falling 3 feet. 
6 blows of 1,640 pound weight falling 5 feet. 

A drawbar will be considered as having failed to stand 
this test when it is broken before it has received 3 
blows at 3 feet and 6 blows at 5 feet, or when it is 
cracked sufficient to allow the hammer to hit on the 
face of the bar, or the ears of the bar to strike against 
the hammer before it has received 3 blows at 3 feet 
and 6 blows at 5 feet. 

If the test drawbar fails to stand the prescribed test 
a second bar will be taken from the same heat of steel 
as the first test bar was taken from, and if it stands the 
test the heat will be accepted; but if the re-test fails 
to stand the test, then the heat will be rejected. 

If any knuckles have been cast from a heat of steel 
from which drawbars have also been cast, and which 
drawbars stand the above guard arm test, the knuckles 
will be accepted with no further test, but if they have 
been cast from a heat of steel from which no drawbars 
have been tested, they will then be tested according to 
specification for cast steel coupler knuckles. 

All drop tests to be made under a drop-test machine 
as strong and rigid as the one of the C. & N. W. Ry. 
at Chicago. Bar to be held firmly in machine with all 
iron blocks and wedges. ..... 


Proposed Specifications for M. C. B. Malleable Iron 
Couplers. 


...AS many drawbars as_ possible must be cast 
from a heat of iron and all bars of one heat to be 
packed together and annealed together. Bars to be well 
annealed throughout. 

If the bars have been cast and annealed in the above 
manner, the inspector will select one drawnar from each 
heat of iron offered for test; but if the bars have not 
been cast or annealed in the above manner, the in- 
spector will select one drawbar out of every fifty (50) 
drawbars offered for test and submit it to the follow- 
ing drop test. Blows to hit directly upon the end of the 
guard arm: 

3 blows of 1,640 pounds weight falling 3 feet. 
3 blows of 1,640 pounds weight falling 5 feet. 

A drawbar will be considered as having failed to stand 
this test when it is broken before it has received 3 
blows at 3 feet and 3 blows at 5 feet, or when it is 
cracked sufficient to allow the hammer to hit on the 
face of the bar, or the ears of the bar to strike against 
the hammer before it has received 3 blows at 3 feet 
and 3 blows at 5 feet. 

If the test bar fails to stand the prescribed test, a sec- 
ond bar will be taken from this same heat of iron and 
annealing, or lot of fifty, from which the first test bar 
was taken, and if it stands the test, the heat or lot 
will be accepted, but if the second bar fails to stand the 
test then the heat or lot will be rejected. 

All drop tests to be made under a drop test machine 
as strong and rigid as the one of the C. & N. W. Ry. 
at Chicago. Bar to be held firmly in machine with all 
iron blocks and wedges. ... 


Steel Coupler 


feet. 
feet. 








Car Roofing. 





At the February meeting of the North-West Rail- 
way Club the subject of car roofing was discussed, 
and the discussion brought out some concise state- 
ments as to the relative value of different materials 
used for car roofs. The following is taken from the 
discussion: 

Mr. Alfred Child, General Car Foreman, Northern 
Pacific Railway: The subject of car roofs is one 
that has been little discussed before railroad clubs, 
and why it should be so I can give no specific reason, 
for it is important for our box cars to have good 
roofs of one kind or another, and the question which 
naturally arises is, which is the best and which will 





APRIL 8, 1898 


THE RAILROAD GAZETTE. 


255 








give the best results at the least possible cost? From 
my own practical experience I think the subject 
might well be considered from two standpoints, that 
of roofs for new cars and renewals for old equip- 
ment. While many of our car builders are inclined 
to the belief that the metal roofs are winning fa- 
vor and are superior to all others, and while per- 
haps they are justified to some extent in their be- 
lief, yet there are many important features to be 


All plastic, paper, or asphalt car roofs should be 
laid with an air space between, for it not only pre- 
vents the puncturing of the material with nails, but 
also adds length of life to the roof, and makes it 
easier and less costly to repair. 

Mr. G. D. Brooke, Master Mechanic, St. Paul & 
Duluth Railroad: I would say that I am most de- 
cidedly in favor of the plastic roof, for the reason 
of the low grade of lumber which can be used and 


Railroads in China. 





Recent English and French papers contain long 
articles on the Chinese railroads, from which we give 
a few particulars, most of which are probably al- 
ready known to our readers, or at least ought to be: 
but from the confusion of events and of geography in 
that far away country it is difficult to carry away ac- 
curate and lasting impressions. The sketch map is 














A Steam Motor Car for the Erie Railroad (New Jersey & New York Division). 


Built by the SCHENECTADY LOCOMOTIVE WoRKs, Schenectady, N. Y. 


taken into consideration with metal roofs, because 
of the fact that they are metal. In my opinion, to 
get the best results with metal roofs of any type 
would be to put in an underlining of five-eighths 
inch common pine, laid longitudinally and well nailed 
to each carline. This, while protecting the sheet 
iron, would also add materially to the strength of 
the car. This of course is not generally followed up 
owing to the first cost, but the Northern Pacific has 
done so, with furniture cars particularly, and the 
results are most satisfactory. The application of 
metal roofs to old equipment I do not approve, for 
such, I think, is equivalent to putting new cloth 
into an old garment, and the suitability of such a 
roof should very largely depend upon what is most 
accessible at the lowest cost, and at the same time 
a good roof for the life of the car. Some railroads 
may be running through the great pineries of our 
country, and could make renewals of roofs for old 
cars with this class of material quite satisfactorily 
at a low cost; yet where such is used I would sug- 
gest that in all cases the material be dipped in a 
thin solution of mineral paint or creosote, the lat- 
ter preferred. 

In the case of the plastic or asphalt roof we must 
build a foundation above the top of the carlines 
to receive it, and this, as I said before, is a stiffener 
to the roof, and many of our cars built ten or 
twelve years ago will require it to some extent ow- 
ing to the weak condition of the framing. A plastic 
or asphalt roof laid loosely between points where it 
is secured to the roof is both profitable and suitable, 
but unless laid loosely and with an air space I be- 
lieve the plastic roof in some measure is a mistake. 
With these roofs a very low grade of lumber may 
be used both above and below, and quite often in 
making renewals of roofs, where double boards were 
originally used, it can be made considerably cheaper, 
as very often the lower course is in fair condition 
and need not be disturbed, consequently the cost is 
reduced below that of a double board pine roof. 

Lastly, I would mention two other roofs, viz.: tin 
and canvas. In my opinion neither is adapted to 
freight car service, owing both to their lack of dura- 
bility as well as their great cost, if properly laid. 
Tin is an expensive roof, as owing to the contrac- 
tion and expansion it is constantly requiring repairs; 
we find it a difficult and even costly roof to main- 
tain in coach service, where every precaution is 
taken, by the use of mineral paint or lead; still there 
is a constant rusting out of the metal and breaking 
of seams and nails working loose. 

Canvas roofs I consider as the best, excepting 
none, for passenger service, but as I said before it 
must be thoroughly and properly laid, and this prac- 
tice, if followed out to the letter, makes it far too 
costly to consider its use in freight car service. 
Some have laid canvas in a manner similar to that 
in which some of our plastic roofs are laid, i. e., 
between the two courses of boards. This, in my 
opinion, is a mistake with any manufactured fabric 
for car roofing, as the material becomes punctured 
from end to end with the nails driven in the top 
course of boards. 


the cost of renewing, but there are plastic roofs and 
plastic roofs, leaving out methods of applying. The 
principal requirements are that it shall retain its 
plastic quality for at least ten years, and not be 
so plastic that under the influence of heat it will 
run, and that is a requirement for asphalt that is 
not reached except by the imported asphalt from 
the Island of Trinidad. I have séen no American 
asphalt that would not either harden or run. My 
objections to the metallic roof are its first cost, and 
that we have the element of rust to contend with, 
and if the bottom layer is not in good condition we 
have sweating and dropping of rust upon our flour 
and grain, which we have found objectionable. 








A “Composite’”’ Car for the Erie 





The Schenectady Locomotive Works have recently 
furnished to the Erie Railroad Company a steam mo- 
tor car for use on the New Jersey & New York 
Railroad, a line 42 miles long, doing principally sub- 
urban business, operated by the Erie. This car is 
now in regular service. The general appearance of 
it is shown in the engraving and a table of di- 
mensions follows. 

Schenectady Composite Car for the New Jersey & New 
York Railroad. 


CGI i cccesead wonaddeudaravetedcdaausacddedeunuacsuss 4 ft. 8% in. 
WEG 3c ccudenescweds, dcacsdaducnudasedsdedeatas Anthracite coal 
Ww eight Se WORMING O80OP oi iccccscecdcccscccceccuce 114,800 Ibs. 
CONN GURNEE cccareedcdlccteds dusddedundeesdes 74,900 lbs. 

TE “RC cv cacuanscakestedemrccantvedexene 8 ft. 0 in 
BE GE SN nino ik évcvcsiccnsnsstccvecaccsewcoses 12 in 
SEU OE TO icc kciiccdeedsdaccusadcuwacuacacdqccuaas 16 in 
SS OE BEC NOON ooo ccc cde ccccacccuccsesecsaccs 10 in. x Lin. 
OT OS OMEN ST eccucudddeccuad (ceacsendseadac 10 in. x 2in. 
SO» 99 MES) oO" nciccscegenda “sdereddases, saaseessuaxs lin. 


..-American a 
4% in. 
.% in. 
L ne and line 








Slide valves 9 et gear).. 
Greatest travel of slide valves.. 
Outside lap ie 

Inside oe se iid ce 


Lead of valves in full gear................. “Constant % in. 
Diam. of driving wheels outside Of tire.......cscccess 42 in. 
Mat’l ‘ COROT Griddiccads cduneues Cast iron 
TRING IGE I c cuacdecads evakcadescsacuievacasdoudsas Shrinkage 
Driving Be SGUOUIG wes ance cccuscceseccsae Steeled cast iron 
Boiler. 
RP vc acansvelccrwscsins: Circular upright, with steam drum 
Outside diameter ........... ..... Top, 68 in.; bottom, 52 in. 


Wa TOON c ivncccccccdccccacacsndd ccccecsccease 200 Ibs. 
Mat’l of barrel and outside of firebox........ Carbon steel 
Thickness of plates in barrel and outside of firebox— 


%, % and j¢ in, 


Horizontal seams— 

Double, with welt inside quadruple riveted 
Circumferential seams ... .Single riveted 
Firebox, diameter . 4536 in. 











we depth .. 47% in. 

“ WOME ase devine: Ganda daneuewgeunseaee Carbon steel 

“9 pO ere ‘thickness, 5 in.; tube sheets, % in. 

as WStEF SPECO... 66 ccccsecs 31 to 3% in. all around 

as SCA WOME .ccccccdcescasss op hs iron, 1 in. diam. 
Tubes, SIOQUMAN cca vccauncauda cecendddacuse dens Charcoal iron 
SIGUA OE is ccccsiicarscddecdueucdiscdddadadadcawaanens 318 

si CRIME Jidccacdedads Mdagecuscnevedsosesdaauadaee 1% in. 

bs length over tube sheets........ About 4 ft. 84 in. 
Heating surface, WENGE oc co cacccccecenunscacuecas 589.6 sq. ft. 
a hobecs’:. duicieresaneasey 53.3 sq. ft. 

“ =o MAB acca idarednuscaduccucsua 642. 9 sq. ft. 
GAO. cccase a, with finger bars, R. R. Co.’s style 
RM IMG TOR pte cdadee, ledadcaseddokacenidcavadesadaeed Single 


Boiler supplied by— 
Two Sellers Class ‘“‘N’’ Improved Injectors 
Water capacity— 

Twin tanks under body of car, 700 U. S. gallons each 
Engine equipped with one 16 in. star headlight. 
Magnesia sectional covering on boiler. 

Two 2% in. Crosby side outlet safety valves. 
Westinghouse automatic air brake on drivers and car 


truck. 
One Gollmar bell ringer. 


reproduced from The Engineer (London) of March 18. 
The existing railroads are shown northwesterly from 
Tien Tsin to Peking, about 80 miles, very recently 
opened, and northeasterly from Tien Tsin to Shan- 
Hai-Kwau and about 40 miles beyond that town. 
The little piece of this road from Tien Tsin to Kai- 
ping is the one old Chinese railroad which a dozen 
years ago, was the Kaiping Railway and later the 
Imperial Railways of North China. These are the 
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Sketch Map Showing Chinese Railroads. 


Full lines show completed railroads; broken lines show 


projects. 


existing railroads, amounting in all to less than 300 
miles, including the bit of extension northeast from 
Shan-Hai-Kwau. 

The other lines are projects, and of these the most 
important is the air line south from Peking to Han- 
kow, on the Yangtsze River. This is shown as a 
straight line simply because nobody (on this side 
of the ocean, at any rate, and probably nobody any- 
where), knows exactly what the location of the line 
will be. This is the much disputed Belgian project. 
We have been informed that the concession has been 
granted, then that it has been annuiled and again 
that it has been granted, and the last news that we 
have is an editorial article in Engineering (London) 
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saying that “after all, the contract has been settled 
and signed by the proper authorities and the con- 
struction of the line is left entirely in the hands of 
the 

This line, as we remember it, is to be about 700 
miles long. A natural extension, which has been 
much talked of, is still southerly to Canton, which 
would make a trunk line of 1,400 or 1,500 miles. Such 
a railroad, together with the Yellow River and the 
Yangtse Kiang, would command the commerce of 
the richest and most populous part of China. 

The line shown from Tien Tsin southeasterly to 
Kiao-Chou is a German project. Where this stands, 
either diplomatically or financially, we are not in- 


selgians.”’ 


formed. 

The line from Moukden northeasterly to Vladivos- 
tock and also southward from Moukden to Port Ar- 
thur is a Russian project, which also is still in the 
air, so far as we have been able to learn. Obviously, 
this is a line of great strategic importance in connec- 
tion with the Russian ambitions in the East and also 
of some, although not great, commercial importance. 

Still another line, which is not a project, but is 
actually built, is from Shanghai to Woosung, about 
10 miles. 

Mr. Leroy Beaulieu, writing in the Economiste 
Francais, says that the prolongation of the north- 
easterly road from Shan-Hai-Kwau to Moukden, 
with a branch to New-Chwang, is advancing very 
slowly. He says that there are four trains a day 
each way running from Tien Tsin to Tangkou and 
two daily each way from Tangkou to Shan-Hai- 
Kwau and two from Tien Tsin to Peking. This lat- 
ter statement sounds improbable. Considering that 
the distance is less than 80 miles between these two 
cities, and that Peking is a great city, and the cap- 
ital, and that Tien Tsin is its port, and that the rail- 
road was finished several months ago, it seems likely 
that there are more than two daily trains each way 


over that line 








The Long Island Railroad and the Brooklyn Elevated. 





Among the plans for developing the property of 
the Long Island Railroad Company and making the 
most out of a system of railroad lines which seem 
to have great possibilities probably the most import- 
ant are those plans which give improved terminals in 
New York and Brooklyn and which facilitate the 
movement of passengers between the centers of the 
cities and the beaches, summer resorts and suburban 
residence area. Of these plans one important 
one, namely, the tunnel entrance into New York City, 
is delayed by various interests, but we hope and be- 
lieve only temporarily. Meanwhile a promising, in- 
deed, we might say brilliant, scheme for immediate 
improvement has been carried out in making an 
agreement for joint working between the Long Isl- 
and and the Brooklyn Elevated. Under this agree- 
ment the cars of the Long Island Railroad will run, 
some of them, to the eastern end of the New York 
& Brooklyn Bridge and some of them across to the 
New York City Hall terminus, reaching the bridge 
over the tracks of the Brooklyn Elevated. These cars 
will give continuous service, fairly rapid, between 
the bridge and Coney Island, the bridge and Broadway 
ferry and Rockaway Beach, and also between the 
bridge and the suburban country along the north 
shore of the island. All of this is important in that 
it will help to keep and to bring back to the road 
much of the dense summer travel. 

What appears to be even more important is the 
fact that under this arrangement the main line traffic 
reaching Jamaica can be distributed to the City Hall 
station down town to Broadway ferries and to the 
Long Island City ferry up town; and later, when the 
New River finished, an important 
traffic will go that way. 

It will be seen at once that this arrangement has 
several decided advantages. In the first piace the dis- 
tribution of the travel is very important. Facilities 
must be provided now for the moment of maximum 
business at the Long Island City station and at Ja- 
maica. Under the new arrangement the traffic con- 
gesting that terminal at this maximum moment will 
be divided between the Long Island City terminal 
and the Brooklyn Bridge and later the New East 
River bridge. Another important advantage will be 
the saving of time. For the down town travel the 
Long Island City terminus is not convenient. It in- 
volves an elevated railroad journey to 34th street and 
from 34th street to the ferry by shuttle train, or a long 
walk to the James Slip ferry and a long ferry passage 
to the railroad terminus, Under the new arrange- 
ment considerable time will be saved for people going 
to and from the lower end of New York City. 

Furthermore, a decided improvement will be made 
in the means of getting to the beaches over anything 


East bridge is 


now existing. Cars can be run through without 
change and in considerably less time than is now 


possible, and passengers on the through trains will 
have all transfer privileges on the elevated. 

trains the elevated 
structure will be limited practically by the schedules 
of the way trains now running there, unless as traffic 
develops more tracks can be laid and express trains 
run. But even so, a material saving of time can be 


Of course the speed of on 


made over to the surface roads; and it must be re- 
membered that the Jamaica-Flatbush ave. route will 
be 9.58 miles on the tracks of the Long Island, with- 
out stop, and only 1.2 miles on the elevated. Never- 
theless, it is considered necessary for the final de- 
velopment of the property to have the underground 
route by which express trains can be run from the 
heart of the down town business district right out, 
at 40 miles an hour, to the main lines of the Long 
Island, beyond the restricting limits of city travel. 

Connection will be made between the tracks of the 
Long Island and the elevated structures by inclines, 
which will be built at once, and it is now supposed 
that on some of the routes trains can be running in 
60 days from this time, and on others in 90 days. 

The agreement provides for joint operation, an in- 
terchange of rolling stock and division of receipts 
and expenses, and, as we have said, is for 50 years. 

Obviously, one development of this project must be 
equipping all the lines operating in the region of 
dense and frequent traffic for electric working. This 
will be done gradually, probably, but as fast as 
money is provided, and with due regard to the de- 
velopment of the art. Perhaps no definite decision 
will be reached as to electrical equipment until the 
plans now developing on the Alley Elevated in Chi- 
cago are carried out to demonstrated success, al- 
though it is intended that one of the through routes 
shall be electrified very soon. 

This scheme strikes us as being one of the most 
important projects for suburban working that has 
yet been undertaken. It has much in common with 
the plan for bringing the Evanston Division of the 
Chicago, Milwaukee & St. Paul into the heart of 
Chicago, but is complicated by more conditions and 


ramifications. 








Some Recent Air Brake Decisions. 





On the 30th of March Judge Lacombe, sitting in 
the United States Circuit Court, Southern District of 
New York, issued an order enjoining the Great 
Northern Railway Company from further use of cer- 
tain New York Air Brake Co.’s equipment. The de- 
cision follows that of Judge Coxe issued Jan. 4 in 
the case of the Buffalo, Rochester & Pittsburgh, note 
of which appeared in our issue of Jan. 7%. The Buf- 
falo, Rochester & Pittsburgh was ordered to remove 
the infringing devices at a certain specified rate, but 
inasmuch as the Great Northern has a considerably 
larger number in use, and also a larger car equip- 
ment, it is required to remove the New York ap- 
paratus faster than was required of the Buffalo, 
Rochester & Pittsburgh. Judge Lacombe states that 
the total number of the defendant’s freight cars is 
16,000 and that the number equipped with the infring- 
ing devices is 3,200. He orders the removal of 500 
brakes within sixty days from date of entry of the 
order. Further lots of 500 each shall be removed 
every thirty days until 2,500 have been removed, and 
thereafter 250 shall be taken off each thirty days. 

The Great Northern moved to suspend the opera- 
tion of this injunction, pending appeal. Judge La- 
combe denied this motion April 1, but granted forty 
days additional time for the removal of the first 500 
brakes. 

The decision in the Great Northern case, as printed 
in full elsewhere in this issue, does not state spe- 
cifically the claims involved other than that this is a 
motion for injunction based on patent No. 376,837. 

Considering the importance of this whole matter, it 
may be well to briefly review the recent litigation. 
The suit against the Buffalo, Rochester & Pittsburgh 
was decided on the 4th of last January. A brief re- 
port of it may be found in our issue of Jan. 7. On 
Jan. 21 we published a statement from the New York 
Air Brake Company regarding this and a reply from 
Mr. H. H. Westinghouse appeared in our issue of 
Jan. 28. An extract from the order of Judge Coxe, as 
made in the U. S. Circuit Court at Utica, N. Y., Jan. 
4, follows: 

“Ordered, that a preliminary injunction 
restraining the further infringement of patent No. 360,- 
070, dated March 29, 1887, and No. 376,837, dated January 
24, 1888, and particularly claims Nos. 1, 2, 4 and 5 of No. 
360,070, and Nos, 1, 2 and 3 of No. 376,837... but the 
operation of said injunction is suspended to enable the 
defendant to comply therewith as follows, viz.: 

“The defendants shall remove at least two hundred 
and fifty of the infringing apparatus . . . within thirty days 
from this date, and at least two hundred and fifty more 
within sixty days from date, and at least two hundred 
and fifty more of such apparatus within ninety days 
from date, and ‘the balance of all such apparatus within 
one hundred and twenty days from date. 

“And it is further ordered that this suspension of the 
operation of said injunction is upon the further express 
condition, viz., that the defendant, thirty days from 
date, file with the Clerk of this Court a sworn statement 
showing that at least two hundred and fifty of such 
infringing apparatus have been removed and giving the 
numbers, or other designating marks, of the cars from 
which they have been removed, and a like sworn state- 
ment at the end of each thirty days thereafter, show- 
ing that at least two hundred and fifty more of such 
apparatus have been removed within each such period 
of thirty days until all have been removed; and all shall 
be removed within four such periods of thirty days, 

“In case of failure . to comply strictly with the condi- 


issue... 


tions of this order . . . the said injunction shall become 
immediately operative and in full force and effect.” 


The claims specified in this order have been sus- 
tained on several occasions, notably in the suits 
against the New York Air Brake Company, reported 
in our issue of Jan, 4, 1895. These claims are as fol- 
lows: 

Patent No. 360,970. 

Claim 1. In a brake mechanism, the combination of a 
main air pipe, an auxiliary reservoir, a brake cylinder, a 
triple valve and an auxiliary valve device, actuated by 
the piston of the triple valve and independent of the 
main valve thereof, for admitting air in the application 
of the brake directly from the main air pipe to the 
brake cylinder. 

Claim 2, In a brake mechanism, the combination of a 
main air pipe, an auxiliary reservoir, a brake cylinder 
and a triple valve having a piston whose preliminary 
traverse admits air from the auxiliary reservoir to the 
brake cylinder, and which by a further traverse admits 
air directly from the main air pipe to the brake cylinder. 

Claim 4. The combination, in a triple valve device, of 
a case or chest, a piston fixed upon a stem and working 
in a chamber therein, a valve moving with the piston- 
stem and governing ports and passages in ‘the case lead- 
ing to connections with an auxiliary reservoir and a 
brake cylinder and to the atmosphere, respectively, and 
an auxiliary valve actuated by the piston-stem and con- 
trolling communication between passages leading to 
connections with a main air pipe and with the brake 
eylinder respectively. 

Claim 5. The combination in a triple valve device of 
a case or chest... and a check or non-return valve 
interposed between the auxiliary valve and the passage 
leading therefrom to the brake cylinder. 

The claims of patent No. 376,837 referred to are: 

Claim 1, In a brake mechanism, the combination of a 
chamber or casing having direct connections to a brake 
cylinder and to a brake pipe, respectively, a valve con- 
trolling communication between said connections, and a 
piston or diaphragm which is independent of and un- 
connected with a triple valve piston and is actuated by 
pressure from an auxiliary reservoir in direction to im- 
part opening movement to said valve. 

Claim 2. In a brake mechanism, the combination of 
a chamber or casing ...and a check or non-return 
valve controlling communication between said valve and 
the brake pipe passage of the chamber. 

Claim 3. In a brake mechanism, the combination, with 
a triple valve, of a supplemental chamber or casing 
having passages leading to a brake cylinder and to a 
brake pipe, respectively, a supplemental valve controll- 
ing communication between said passages, a _supple- 
mental piston operating independently of the triple- 
valve piston and adapted to impart opening movement 
to said supplemental valve, and a passage establishing 
communication between said supplemental piston and an 
auxiliary reservoir, 

The U. S. Circuit Court of Appeals, Southern Dis- 
trict of New York, gave a final decision in the suit 
against the New York Air Brake Co. Oct. 15, 1894, 
restraining that company from further infringement 
of claims Nos. 1, 2 and 3 of patent No. 376,837 and de- 
claring the first and second styles of brakes made by 
the New York Air Brake Co, to be infringements of 
these claims. The company brought out a third style, 
known as the “B” triple valve, and Dec. 27, 1894, 
Judge Lacombe enjoined the further manufacture of 
this triple. This case went to final hearing and Oct. 
13, 1896, Judge Lacombe decided that this triple in- 
fringed the first claim of patent No. 376,837, and no 
appeal from this decision has ever been taken. 

Propositions were made to _ railroad companies 
using the infringing valves for their removal and re- 
placement by Westinghouse apparatus, and one of 
these propositions was accepted by the _ Buffalo, 
Rochester & Pittsburgh, which company, however, 
did not carry out its undertaking in this matter, and 
when the Westinghouse company learned that the 
Buffalo, Rochester & Pittsburgh had equipped 200 
new cars with the fourth or “C” triple valve, made 
by the New York Air Brake Co., the suit was brought 
which was decided last January. 

The Great Northern refused to enter into an agree- 
ment to remove the infringing valves, and in October, 
1896, suit was brought against that company, and 
the result is recorded above. 








Railroad Building in Finland. 





Probably it has not occurred to many of our Amer- 
ican readers to look to Finland as a market for 
rolling stock, yet with a population of less than 
3,000,000 that country has almost 2,000 miles of rail- 
road and considerable new building is about to be 
undertaken. ; 

The Grand Duchy of Finland is 650 miles long 
(north and south) and 112 miles wide near the mid- 
dle; the greatest width is 370 miles, in the southern 
part, and it abounds in lakes and small streams. 
Especially is this true of the southern portion, where 
the railroads have been built. 

All the railroads are under government control 
and, with the exception of a few small narrow gage 
lines, used principally as connections between fac- 
tories and main lines, are known as the Finland 
State railroads. The main line, between Riihimi&ki 
and St. Petersburg, was opened for traffic a little 
more than 27 years ago. Extensions from time to 
time have brought the present mileage up to 2,474 
kilometers (1,537 miles) the last extension, known 
as the Jywiskyli branch, 78 kilometers (48 miles), 
having been opened last November. 
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‘At the last session of Parliament four extensions 
“were authorized and these have been approved by 
the Grand Duke (Czar of Russia). The first will 
extend from Uleaborg, northwest along the coast 
to Tornea, on the border line between Finland and 
Sweden, and will eventually connect with the Swe- 
dish Government railroad, which is being built to- 
ward Tornea. Five bridges will be required to carry 
the road over as many streams, all of which must 
be built for use also as highway bridges. The es- 
timated cost of the line is $1,747,100, of which sum 
$855,000 may be spent before the next meeting of 
Parliament. The second new line will be built from 
Kuopio north to Iisalmi, with an ultimate extension 
northeast to Kajana. (See map.) This latter ex- 
tension has not been authorized, however. The es- 
timated cost of the line to Iisalmi is $1,182,560, of 
which $760,000 may be spent before Parliament meets. 
The third extension is from Bjérneborg to deep 
water at Miantyluoto, practically a suburb of the 
former place.. Two hundred and twenty-eight thou- 
sand dollars have been allowed for this work, which 
probably provides for building terminal facilities, 
including wharves, at Mantyluoto. 

The only line now building is from Abo, southeast 
to Karis; this is nearly finished. A further exten- 
sion from Karis, east to Helsingfors, the principal 
city in Finland, has been authorized, to cost $1,- 
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Naval Works at Key West and Dry Tortugas. 





The Union Bridge Co. has taken a contract from 
the Government for work at Key West and Dry Tor- 
tugas consisting of one pier and two coal sheds at 
Key West and two piers and two coal sheds at 
Dry Tortugas, the whole amounting to $590,000. This 
work is for the naval depots at those places. The 
contract requires the work at Key West to be done 
in 170 days after the signing of the contract and that 
at Dry Tortugas in 180 days. 

The description of the work, which follows, we 
take from the specifications sent out for bids, under 
which specifications the contract was made. 

The foundation of the coal house for the naval 
station at Key West will be on piles, fhe rock being 
about 27 ft. below mean low water. The piles will 
be capped and floored under water and 9 in. of 
concrete will be put on this floor. The foundation 
walls will be of concrete with tie rods connecting 
the opposite walls, these tie rods to be coated with 
coal tar and blocked with timber to prevent sagging 
and relieve part of the strain due to settlement. In- 
side the walls the space will be filled with sand up 
to the level of the floor of the sheds, which floor will 
be 9 in. of concrete. 

The coal shed wiil be in two bays side by side, 
with a row of columns in the center. The length of 
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Sketch Map of Finland Showing the Railroads. 


182,560, of which $380,000 are to be spent before the 
next session of Parliament. 

Two other extensions have been proposed, which 
we have shown on the map. They have not yet been 
sanctioned by Parliament. 

The Government has also voted $380,000 as sub- 
sidies for use of private companies in building nar- 
row gage roads. 

The annual report of the Finland State railroads 
for the year ending Dec. 31, 1897, has lately been 
published in abstract. The total income was $3,756,- 
490, against $3,412,400 for the preceding year, an in- 
crease of $344,090 and against $2,953,740 for 1895. 
Earnings from passenger traffic increased as fol- 
lows: First class, $5,966; second class, $52,250, and 
third class, $133,665. Total, $191,881. The increase in 
the number of passengers carried was: First class, 
2,806; second class, 77,587, and third class, 798,616. 

On May 1 of last year a reduction of rates on 
the Zone system, similar to that inaugurated in Hun- 
gary a few years ago, took effect. ‘Ihe increase in 
both freight and passenger traffic has since been 
greater than at any time previous. 

The principal freight business is carrying lumber 
and butter and other farm products, much of which 
is exported. 

The estimated expenditures for 1898 are given as 
$4,482,195, divided as follows: 


Operating EXPENSES .......ccseesereeceeeeereereceeeees $2,669,200 

NeW Buildings ......ccceeeeecececerececeeeeeeeneceenees 706,165 

New rolling Stock .......cccccceccccccccccccevccccccess ee 
Os 


Extras 

The estimated earnings amount to $3,990,000, which 
would leave a deficiency of $492,195. This will be 
made up from funds maintained by the govern- 
ment for improvements in ways of communication. 

The system now owns 253 locomotives (including 
ihe 22 just built by the Baldwin Locomotive Work8) 
and provision has been made for buying 40 new 
engines within the next three years. 
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the shed between end columns will be 150 ft. and 
the width between centers of columns 100 ft. Longi- 
tudinally, the shed will be divided into 15 ft. panels. 
The columns supporting the roof trusses will be of 
two 10-in. channels, 15 lbs. per ft., and longitudinally 
along the tops of these columns will be a 12-in. chan- 
nel, 20 lbs. per ft., on which the roof trusses will 
rest. Steel scantlings will be placed vertically be- 
tween these columns, these to be 10-in. I-beams, 25 
Ibs. per ft. and to be spaced 3 ft. center to center. 
These I-beams are to be anchored into the concrete 
with 24 in. bolts. The sheathing of the sides and 
of the gable ends up to the under side of the roof 
trusses will be of %-in. steel plates 36 in. wide, 
fastened to the columns and scantlings. 

There will be a glazed monitor roof and provision 
must be made for an overhead track suspended to 
the roof trusses, if it is found desirable on develop- 
ment of the scheme to use such a track. The roof 
purlins will be 6 in. channels 10% lbs. per ft. The 
roof, the sides of the monitors and the gable ends 
down to the height of the bottom chord of the 
roof trusses will be covered with No. 20 galvanized, 
corrugated iron. 

The wharf will be 304 ft. long and 48 ft. wide 
center to center of extreme piles with approach 464 
ft. long and 16 ft. wide. The main wharf will be 
of steel with a yellow pine floor. The approach will 
be a wooden structure of yellow pine. The pier 
head will have steel piles driven into the coral rock 
about 8 ft. These will be in four longitudinal rows, 
16 ft. center to center, and the piles in each row 
spaced 16 ft. These piles will be solid, 6 in. in 
diameter. All of these may be in two parts, the 
upper portion of all being of the same length. The 
two parts will be joined by a cast iron sleeve, the 
abutting surfaces of the upper and lower parts of the 
piles to be machined to true surface and the inner 
surface of the sleeve and the surface of the piles to 


be machined to an accurate fit. The floor beams 
resting on the cast iron pile caps will be 20 in. 
64 lb. I-beams, and on these will rest floor joists 
of 9 in., 21-lb. I-beams, spaced 2 ft. 3% in. center 
to center. 

In the rear of this wharf will be a coal house 
250 ft. long by 75 ft. wide, similar in all respects to 
the coal house before described. 

At Dry Tortugas will be two steel piers and two 
coal houses substantially like those above described 
for Key West. 

According to the plan, two elevators are to be 
installed on the present wharf at Key West with 
steel frames, hoisting engine, etc., for handling the 
coal. The specifications are not absolute with re- 
gard to the coal handling system. It may be done 
by tracks on the floor level or by overhead runways, 
and machinery for delivery of coal from the sheds 
into vessels or lighters must also be provided. The 
Structural steel is to be open hearth with a tensile 
strength from 60,000 to 70,000 lbs. and an elastic limit 
of one-half the ultimate tensile strength and mini- 
mum elongation of 22 per cent. in 8 in., a reduction 
of area not less than 40 per cent. and must stand 
bending 180 deg. without sign of fracture to a 
curve, the inner radius of which equals the thick- 
ness of the piece tested; this cold, and also after 
being heated to a cherry red and quenched at 60 
deg. 

We said at the outset that this work must be 
done in 170 and 180 days respectively. The penalties 
for failure to conform to the time limit are $400 a 
day in the case of the piers and coal sheds and $200 
a day in case of the coal handling machinery. The 
premium amounts to $500 a day for each day by 
which the completion of the work is advanced un- 
der the time specified at Key West and $400 a day 
at Dry Tortugas. For each day by which the en- 
tire completion of the coal handling machinery an- 
tedates the specified time $200 premium will be paid. 





The account as given above is very much abridged 
from the specifications of the Government, and since 
it was written we learn that the contract for the 
coal handling apparatus has been let to the Brown 
Hoisting & Conveying Machine Co. This is an in- 
dependent contract directly with the Government and 
covers four separate coal handling plants, two at 
Key West and two at Dry Tortugas. Each of these 
will consist of two Brown’s patent bridge tramways 
with self-filliing buckets of two tons capacity each, 
making eight bridges in all. The price is $151,000, 
which is $60,000 more than the lowest bid. This 
company has five months in which to complete its 
work. 








The Dublin (Ireland) Electric Street Railroads. 





Before the Institution of Civil Engineers in Lon- 
don Mr. H. F. Parshall lately read a paper on the 
Dublin Southern: tramways. The installation as 
originally designed would not conform to the Board 
of Trade Electric Traction Regulations in the matter 
of the fall of potential in the earth return. The ma- 
chinery had been ordered and the work proceeded 
with before Mr.Parshall was called in to advise. The 
problem became, therefore, to utilize as much of the 
machinery ordered as possible, and to install such 
other machinery as would be necessary to distribute 
the electricity under the Board of Trade rules. 

The high tension alternate current method of 
transmission was considered most suitable. It was 
necessary to make use of the sites owned by the 
Tramway Company, and to execute the work as 
cheaply as was consistent with safe operation. The 
three-phase machines and switchboards were spe- 
cially designed for the installation which was the 
first one of its kind established in the British Isles. 
The installation has been in operation for nearly 
two years and has been found entirely satisfactory. 
The operation of the sub-stations is so simple that 
only a boy is employed in each station to run the 
machinery. Owing to the low frequency the motors 
are easily synchronized, and even though they are 
thrown in considerably out of phase they quickly 
fall into step. Since the opening of the road the 
load has been greatly increased by a considerable 
number of additional cars and trailers, yet the ma- 
chines have given no trouble and the synchronous 
motors have not fallen out of step even with the 
most severe loads. The requirements of the Board 
of Trade have been satisfactorily met, and owing to 
the number of points of distribution, it is possible 
to work some 60 cars on the line instead of 20 
as originally designed to comply with the Board of 
Trade regulations. As originally designed the fall 
of potential in the earth return would have been 
some 18 to 20 volts, whereas in the present installa- 
tion it is 314 volts. 

The efficiency of the machines in the sub-stations 
is not so high as would be the case with larger 
machines and large rotary converters. 








The Belgian Railroad Minister is said to have 
ordered that during the fine season a baggage car 
fitted for carrying 32 bicycles shall be attached to all 
trains most patronized by wheelmen. 
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EDITORIAL ANNOUNCEMENTS. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS Of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial col mns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially either for money or 
in consideration of advertising patronage. 





It has been suggested that the Master Car Builders’ 
Association recommend or adopt a standard test for 
ear axles and couplers, for which there is need. The 
subject has again been brought up by a paper on 
coupler tests presented by Mr. Gustav Giroux of the 
Chicago, Burlington & Quincy, at the March meet- 
ing of the Western Railway Club, portions of which 
paper are reprinted in this issue, in which several 
facts are brought out of considerable importance. 
Thus, while it is quite generally known that rigidity 
of the upper portions as well as of the foundations 
of a coupler testing machine is a necessary quality 
for good work, and a few excellent drops have been 
built to conform to these,conditions, it is not widely 
known that the best facilities for testing may give 
unreliable results. Mr. Giroux shows that even with 
a properly built drop, by using an elastic blocking, 
such as wood, to hold the specimen in position, an 
inferior coupler may be made to show results which 
compare favorably with those given by the strongest 
coupiers when held by iron blocking. It is evident, 
therefore, that in specifying a coupler test, definite 
requirements should be made as to the construction 
of the drop, the weight used and the manner of hold- 
ing the couplers firmly in the machine with metal 
blocks. The specifications given in the paper will 
probably not be acceptable to all as they propose a 
smaller number of blows for malleable iron than for 
steel couplers, and the reasons for this are not very 
clearly stated. Upon first thought, it may seem im- 
proper to so favor malleable iron, as all couplers 
of whatever material they may be made are subject 
to the same shocks in service; there is, however, 
more than one factor to be considered. If the drop 
test represented conditions corresponding to the 
maximum which will be likely to occur in actual ser- 
vice, and there were no other considerations, it 
would appear that the requirements of the tests 
should be the same no matter of what material the 
coupler is made. If, however, the single test should 
be such that the best cast steel would be required, 
it would be a difficult matter to make couplers of 
malleable iron which could be accepted, while on 
the other hand to make the test requirements such 
as to admit good malleable iron couplers would re- 
move all incentive for the maker of steel couplers to 
furnish good material. As couplers of good mallea- 
ble iron have been found to give satisfactory ser- 
vice, and as the cost of malleable iron is considerably 
less than steel, a factor is introduced which almost 
prohibits the establishment of a single test so long 
as there is a demand for both malleable iron and 
steel couplers. While railroads use both materials 
so largely for couplers, it is doubtless best to have 
the test requirements for one differ from those of 
the other, so as to insure not only the best mallea- 
ble iron, but, if a stronger coupler is desired, the 
test requirements will be such as to compel the 
maker of steel couplers to furnish as good mate- 
rial as possible. In this way the moral effect of the 


drop test will tend to stimulate all manufacturers 
alike, which is really its greatest value. 


Mr. Giroux 


in selecting three blows of a 1,640-lb. weight from 
3 ft. and six from 5 ft. for cast steel, and three blows 
from 8 ft. and three from 5 ft. for malleable iron 
has evidently not placed the limits unreasonably 
high, yet good material will be necessary to fulfill 
such requirements. : . 








French Railroad Fares—Travel and Returns. 





The reduction of fares on the French railroads 
which went into effect April 1, 1892, has been often 
mentioned in these columns. It applied chiefly to 
the two lower classes. Recently published statis- 
tics make it fossible to show the effects of this re- 
duction. 

The average receipts per passenger per mile for 
six years, including two years before and three years 
since the change, have been in cents: 

1890. 1891. 1892. 1893. 1894, 1895. 
1.364 1.349 1,225 1.186 1,194 1.186 
Thus the reduction on the average has been 12 per 
cent., which is much less than in some other re- 
cent changes in fares in European countries, es- 
pecially in Hungary and Russia. The slight re- 
duction in first-class fares has something to do with 

this. 

The aggregate passenger traffic, 
passenger miles, has been: 

1890. 1891. 1892. 1893, 1894, 1895. 
4,933 5,146 5,742 6,216 6,416 6,619 

The stimulating effect of the reduction was felt 
immediately, though not all the growth of travel 
may be attributed to it. Traveling was increasing, 
and quite rapidly, under the old rates, as we see 
above a growth of 4 per cent. from 1890 to 1891. 
But at that rate of growth the travel would have 
been only 5,587 million miles in 1893, instead of 
the actual 6,216 millions, and the difference, 619 mil- 
lions, We may credit chiefly to the lower fares. But 
these seem to have had their full effect all at once. 
The increase in travel, which was 213 millions from 
1890 to 1891 (under the old fares), was but 200 mil- 
lions from 1893 to 1894, and 203 millions from 1894 
to 1895. 

There has been a constant increase in the mileage 
of the French railroads since 1890, and so far as this 
has had an effect on travel, the stimulus of lower 
rates has been less. But the lines opened in France 
of late years have a traffic so very much less than 
the average of the old lines, that their effect on 
travel might be neglected. Nevertheless, we give 
below the average density of passenger movement 
for the six years, the following being the average 
number of passengers carried each way daily on the 
whole French system: 

1890. 1891. 1892, 1893. 1894, 1895. 
327 331 363 388 392 403 
Thus the density of travel increased 17 per cent. 
from 1891 to 1898. The average journey has de- 
creased; it was 20.04 miles in 1890, and 19 miles in 

1895. 

The effect on passenger earnings is shown by the 
following statement of their total amount in the 
several years: 

1890. 1891. 1892. 1893. 1894, 1895. 
$67,753,145 $69,943,272 $71,994,070 $75,117,529 $77,779,240 $79,741,684 

The percentage of growth from year to year in con- 
secutive years has been 3.24, 2.88, 4.50, 3.54 and 2.52— 
that is, just about the same before as since the 
reduction, so that it may be said that the gross pas- 
senger earnings of the railroads have not been 
affected by it one way or the other. That their 
profits from this traffic have not been changed is 
not so plain. In 1895 they carried 34 per cent. more 
traffic than in 1890 for 18 per cent. more money. If 
the increase of 1,686 millions of passenger miles 
was carried at an additional expense no greater 
than the $11,988,539 increase in passenger earnings, 
then the cost per passenger mile for the addition 
was not more than 0.704 cent, which is possible in 
some European countries and perhaps in France. 
As, however, travel, earnings and profits were in- 
creasing under the old fares, and judging by the 
past the gross passenger earnings of the French 
railroads would have been as great in 1895 without 
change of fares and with an increase of travel about 
one-fourth less, it is probable that their profits are 
a little less than if the old fares had been main- 
tained. The difference, however, cannot have been 
very great; and the benefit to the public has been 
material. 


in millions of 








Railroad Legislation in Massachusetts. 


The present Massachusetts Legislature has passed 
a law to help the Boston & Maine retain control of 
its leased lines. This law, with the discussion 
drawn out during its passage, affords an interesting 


illustration of the workings of governmental regu- 
lation of railroad corporations in that state, and 
is another evidence of the enlightened character of 
the railroad policy of Massachusetts. While closely 
scrutinizing every proposal from corporations which 
might infringe the rights of the people at large, the 
state refrains from putting severe restrictions on the 
railroads simply to please the populistic view that 
they ought to be repressed because they are large 
corporations.’ Massachusetts established its Rail- 
road Commission in 1869, and the chairman 
of the board, being a trained publicist and 
an expert, at once began to exert an in- 
fluence throughout the country, and this influence 
continues. The three decades have not all been full 
of important matters and the Commission has not 
always been composed wholly of strong men; but 
in the last few years the activities of the board 
have had to do with many important transactions, 
and the value of such an agency, both to the people 
and the railroads, is more apparent than ever. The 
annual reports and other published utterances of 
the board have been examples of fair-mindedness; 
and, so far as can be judged from the tone of writ- 
ten documents, the man or men who wrote these 
reports must have been actuated by high public 
spirit. The reputation of the present members sus- 
tains this view. But the railroad policy of the state 
depends, of course, on the intelligence and the spirit 
of its Legislature as much as upon the Commission, 
if not more, and it is the Legislature that we now 
have more particularly in mind. Legislatures seem 
to have been deteriorating all over the country dur- 
ing the past 25 years, and Massachusetts has not 
been exempt from the scourge of large majorities, 
made up of men of mediocre minds or corrupt mo- 
tives; but the Boston & Maine discussion gives evi- 
dence that public spirit still retains some vigor down 
that way, and that the Bay State has not descended 
to nearly so low a level as have some states that 
could be named. 

The Boston & Maine discussion emphasized two 
things: (1) That the value of the excellent laws of 
Massachusetts regulating the financial conduct of 
railroad and street railroad corporations depends 
upon the integrity, intelligence and fearlessness of 
the Railroad Commissioners, and (2) that in the 
present Legislature reason prevails. The first con- 
clusion is seen to be necessary when we reflect that 
only with an independent and courageous 
Commission can the public be assured that railroad 
capital shall not be unduly inflated or the railroads 
be free from the unreasonable annoyances of critics 
with populistic minds. The Commission decides 
how much stock may be issued for any given under- 
taking and is responsible for making a fair esti- 
mate of the probable cost and value of new works 
or improvements of old ones. To those who ex- 
pect a government to run like an automatic machine, 
without care, it may not be very comforting to re- 
flect that the appointment of two weak men as Com- 
missioners may at any time open the door in Massa- 
chusetts to the corporation abuses which flourish 
where speculative financiers have everything their 
own way, or may retard progress by introducing un- 
wise counsels; but where is the state or the or- 
ganization that does beneficent work except through 
the instrumentality of strong men? The second 
conclusion follows from the fact that the objectors 
to the Boston & Maine bill, though actuated by the 
best of motives, were beaten by fair argument. Sev- 
eral sessions were given up to the discussion and 
all sides were heard, but there was a large majority 
in favor of the bill. 

The peculiarity of the bill was that superficially 
it looked like a stock-watering scheme, giving rise 
to vague fears among the people’s watch dogs that 
a great scheme of consolidation and inflation was 
hidden beneath the surface, whereas in fact it was 
a provision for legitimate contingencies of the fu- 
ture; so far, indeed, in the future that the presi- 
dent of the road said at the legislative hearing, when 
asked what he intended to do under’ the law, that 
he did not know. This frank answer only served 
to alarm the objectors more than ever. From the 
abstract of the bill given in the Railroad Gazette 
of January 21 (page 51) it will be recalled that it 
simply provided (though with somewhat unusual re- 
strictive and penalty clauses) that the Boston & 
Maine might buy shares of new stock hereafter is- 
sued by any of its controlled companies without 
having such shares sold at public auction, pro- 
vided the Railroad Commissioners approved the 
whole arrangement—the price of the shares bought 
and the amount of B. & M. stock issued in ex- 
change. The objectors were greatly puzzled by their 
inability to see any legitimate purpose in the pro- 
posed law. They could readily see that the Boston 
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& Maine might want to secure a more complete con- 
trol, for instance, of the Boston & Lowell or the 
Connecticut River; but as holders of shares in those 
controlled companies, sure of a good dividend as long 
as the Boston & Maine can pay it, are, of course, 
unwilling to sell, what could President Tuttle be 
driving at? 

It was on fears of this kind, and the general argu- 
ment that everything tending to perpetuate a high 
income for the stock of any part of the Boston & 
Maine’s lines ought to be condemned, that the whole 
argument was based. It was contended that the state 
should not legislate for a purpose which, to some of 
the members, was inexplicable. But those who 
scrutinized the bill a little more closely were com- 
pletely satisfied by the provision forbidding the Bos- 
ton & Maine to get from lessor roads any modifica- 
tion of leases without the consent of a majority of 
the lessor company’s stock, exclusive of the new 
stock to be issued under this law, and the objectors 
were beaten. The proviso forbidding the Boston & 
Maine to sell or hypothecate the purchased stock 
also strengthened the law. 

We notice this bill because it is the embodiment 
of what seems to be a fair and reasonable arrange- 
ment between a large company and its subsidiary 
corporations for perpetuating a legitimate control 
while affording reasonable safeguards against il- 
legitimate enlargement of such control. In some of 
its important leased lines the Boston & Maine has 
no ownership, and any breach of the leases would 
give the stockholders of the leased lines a chance 
to take the roads out of the Boston & Maine sys- 
tem. It is very improbable that such dismember- 

_ment would be for the public: interest and therefore 
the state may fairly aid the Boston & Maine in 
strengthening its control. But there is no chance 
to buy stock from the present individual holders ex- 
cept on their own terms, and therefore the only way 
of improving or even of perpetuating the present 
status is to provide against an increase of alien 
control whenever it shall become necessary to issue 
new stock, and that is just what this law does. 

Practically all roads have to grow, and sooner or 
later have to issue new stock, and the requirement 
that all new stock shall be sold at auction simply 
introduces a troublesome and probably harmful ele- 
ment of uncertainty as to control every time it is 
necessary to make important improvements or ex- 
tensions. In the Maine Central, the Boston & Maine 
has a majority ownership, but does not lease or 
operate the line. If it is for the public interest to 
have consolidated control it is very unlikely that 
it would be beneficial to require the controlling com- 
pany to fight for its rights every year or two. If 
consolidated control is not for the public interest, 
let the Legislature find out what the evil is and 
deal with the question on its merits. If a large ma- 
jority of the stock of, say, the leased Boston & Low- 
ell should at any time be found hostile to the Boston 
& Maine the latter might, indeed, have a fight on 
its hands to get additional stock issued even when 
needed and after the consent of the state was ob- 
tained; but the law could do no harm and it would 
give the lessee only a reasonabie advantage. 

Consolidation is in itself a blessing. If a con- 
solidation produces incidental results inimical to 
the public interest the trouble should be located and 
the cure applied. The objectors to the present 
scheme professed to fear a future increase of divi- 
dends, and, in fact, seemed to look upon that charge 
as the foundation of their argument, though they 
did not make it prominent in their speeches. But 
direct limitation of dividends seldom if ever pro- 
duces the public benefits expected from it, and ef- 
forts made indirectly, with the same specific object, 
are not likely to be any more successful. If rail- 
road stockholders ever get rich too rapidly out of 
the profits which they make in carrying freight 
and passengers, the Legislature, if it has a duty in 
the premises, had better address itself directly to 
that phase of the question which most immediately 
affects the public, the rates charged for transporta- 
tion. When Massachusetts newspapers attempt to 
argue about the danger of future 8 per cent. divi- 
dends they fail to produce anything practical; if 
they would confine themselves to fares and freights 
they would stand a better chance of keeping on 
solid ground. 








The Railroad Commission of North Carolina, by a 
vote of two to one, has rescinded its order to reduce 
passenger fares throughout the state and the exist- 
ing rates stand, though the Commission at the same 
time passed an order requiring the ‘issue of 2,000- 
mile tickets at two cents a mile, good for the bearer. 
Chairman Caldwell voted to reduce rates and then 
changed his mind. It is impossible to form an opinion 


as to the wisdom of his action, for the two-cent rate 
on transferable 2,000-mile tickets, which the Com- 
mission has ordered, may prove a very unfair reduc- 
tion of the railroads’ income; but his professions 
sound sincere. He says: 

“My vote on the passenger rate question has given 
me the gravest concern. Upon calm reflection I feel 
it was wrong....I will have the approval 
of my conscience, but the disapproval of those un- 
acquainted with the evidence before the Commission. 

; When the railways, by legal evidence, made it 

appear that reduced rates would not be fair ‘and rea- 
sonable, and would result in loss to the roads, I 
could not feel that true judgment had been rendered 
in accordance with the evidence.” 
Knowing the Governor will be displeased, he sends 
his resignation. The Governor, on receiving it, 
made a speech saying that the absence of evidence to 
contradict that of the railroads was not a satisfactory 
reason for changing. 

“If the Commission must wait or hunt around for 
evidence in railroad reduction cases and take every- 
thing as true, then there will never be any reduction. 
Unfortunately, the Commission has no counsel to get 
evidence, and all hearings are substantially ex parte. 

. The Nebraska case I believe to be a premedi- 
tated decision, rendered for the express purpose of 
emasculating the Railroad Commissions of the 

United States. I think our Commission and courts 
ought to give to that ruling the same kind of respect 
and obedience that was rendered by the anti-slavery 
party to the, Dred Scott decision... .” 

It is, indeed, unfortunate that there is no counsel to 
gather evidence, but to have a Railroad Commission 
which is willing to act without evidence is a still 
greater misfortune to the state. And from the speech 
which we have sampled most people will conclude 
that North Carolina is unfortunate in her Governor 
also. And what will the Populists say of a rate re- 
duction on mileage tickets, which favors the rich at 
the expense of the poor? 








Ohio is another state where the movement for uni- 
versal low passenger fares seems to have been aban- 
-doned in favor of a mileage-ticket law. The bill in- 
troduced in the Legislature of that state two or 
three months ago has been amended so as to require 
only mileage books, but they must be good for a 
family or a firm, and be sold for 500 miles—that 
is, for only $10 each. The bill has been approved by 
both houses and the newspapers seem to think that, 
in this shape. it will be acceptable to the railroads. 
If that is so, it is probably because they have 
chosen to put up with the lesser of two evils. Mile- 
age tickets shrink the railroad’s earnings without 
satisfying the class of people who most need a re- 
duction and who would probably most quickly repay 
the railroad for lowering single-trip fares by increas- 
ing the number of their journeys. A somewhat un- 
usual incident in connection with the discussion on 
the original two-cent bill in Ohio was the presenta- 
tion in the Senate of papers signéd by over 30,000 
persons, remonstrating against the passage of the 
bill. Probably these remonstrances were started, in 
many cases, by railroad men, but it is stated that 
the majority of the signers were not railroad em- 
ployees. The New York Legislature, which passed a 
two-cent mileage law a year or two ago, has this 
year passed an amendment requiring 500-mile books 
to be sold at the same rate, but the Governor has 
not yet signed it. If this ‘‘strike’’ is successful, 200- 
mile books will probably be the next cry, and so 
on down. 








Major General Hutchinson, the veteran inspector of 
the British Board of Trade, has lately acted as Arbi- 
trator in a question about demurrage for freight cars. 
Complaint was made by the Manchester & Northern 
Counties Traders’ Association against the Midland 
and five other important railroads, alleging that a 
charge of 6d. a day after the fourth day is exces- 
The Arbitrator decides that the rate should 


sive. 
be 6d. for the fifth day, 4d. for the sixth day, 
and 3d. for each subsequent day. If we as- 


sume that English cars have an average ca- 
pacity of 10 tons, we shall have to multiply 
these figures by two or three in order to see how 
the rates would apply to an average American car. 
The highest rate would therefore be not more than 
36 cents a day for one of our cars, or about one-third 
of what we actually do charge. So low a charge 
would be less than the actual worth of the car in 
most cases in this country (except when business is 
so dull as to leave a part of the cars idle), but it 
might be considered whether a reduction might not 
reduce friction. The very long free time allowed by 
the English roads seems to indicate that the pressure 
from traders is strong. In this feature we can prob- 
ably teach the English roads instead of having to 
learn of them; but where many demurrage bills have 
to be remitted because of the difficulty of collecting 
them, or the free time is too long, a modifieation of 
our dollar rate might prove profitable. It might per- 
haps be more business like, and more equitable to all 
parties to charge 50 cents a day after the first day 


*than $1 a day after the fourth. We cannot see the 


justification for General Hutchinson’s reduction to 3d. 
after the sixth day. If cars were legitimate store- 
houses it would be fair to apply the wholesale prin- 
ciple for long terms, but as long as the root idea of 
demurrage is a penalty for wrongful use of cars, the 
rate ought to increase rather than decrease as time 


goes on. Perhaps in this case the reduction of the 


rate is meant to punish the railroad for not unloading 
the freight and putting it in a storehouse. 








Aithough every American is supposed to have had 
a large accession of courage since the prevalence of 
the war with Spain, there is one kind of timidity 
which seems to be as deep-seated as ever—the pro- 
pensity to throw upon some one else responsibility 
for unpleasant orders, The Interstate Commerce Com- 
mission has just called to account a certain ‘eastern 
earrier’’ for throwing upon the Commission the re- 
sponsibility for the imposition of a storage charge on 
freight. It will be remembered that in deciding the 
free storage case recently, wherein the warehouse- 
men of New York and other cities complained that 
storage charges were unequal and discriminating, the 
Commission directed all the railroads in the country . 
to take care, after April 1, to make these charges 
equal to all persons, and to publish them. But the 
railroad which is now admonished issued a circular 


stating that “in accerdance with an order of the 
Interstate Commerce Commission ... freight un- 
loaded into stations must be removed within 
24 hours,” ete., thus plainly conveying the im- 
pression’ that the storage charge after 24 
hours was made because the Commission had 
ordered it to be made; whereas, of course, the 
road could, if it saw fit, continue to give a 


month’s free storage, as in the past. The Commis- 
sion informs the General Freight Agent that “Fixing 
the time of free storage was the voluntary act of 
your company and the circular referred to shouid be 
promptly corrected so as noti to convey a contrary 
impression.’’ Many of the best traffic managers wel-.-. 
comed the investigation which the Commission made 
into this subject; but whether it is possible, even 
with the best disposition, to do away with all the 
discriminations that the storage feature gives rise to 
is another question; we shall have to wait and see 
how the new rules work. 








To make the Siberian Railroad successful it is nec- 
essary that the country through which it runs should 
have not only natural resources, but people—and it 
has very few now. To encourage the emigration of 
peasants from European Russia, the government has 
established a scale of emigrant rates which are prob- 
ably the lowest regular railroad rates ever made. 
Beginning with a fare of $1.50 for a distance of 1,200 
miles, which is a reduction of 26 per cent. from the 
previous emigrant third-class fare, for 2,000 miles 
the fare is $2.10, and for 4,000 miles $3.60. The percent- 
age of reduction from previous rates grows greater 
with the distances, and for 4,000 miles is 60 per cent. 
As yet, however, there is probably no 4,000 mile jour- 
ney possible. There is also a reduction on emigrants’ 
freights, but these are not so considerable, and they 
are strictly in proportien to distance, amounting to 
25 cents per 100 lbs. for 1,200 miles, 4134 cents for 2,000 
miles, and 83% cents for 4,000 miles. As a Russian 
peasant has difficulty in accumulating a few dollars, 
the removal of a family and the necessary goods and 
stock to begin farming in a new country would be 
beyond the means of the most of them at anything 
like ordinary rates; and if they can be induced to em- 
igrate by the new fares, it is very likely wise to make 
them; for it is solely from this class that Siberia can 
be peopled and developed. 








The efforts to encourage the grinding of Russian 
grain in Russia by making export rates less on flour 
than on grain have not been very successful. The 
total exports of flour, which averaged 1,906,000 bar- 
rels per year for the four years ending with 1888, 
averaged but 1,603,900 bushels for the four years end- 
ing with 1896; while in some of these years more than 
100,000,000 bushels of grain were exported. The for- 
eigners prefer the Russian wheat and rye to the Rus- 
sian flour. Great milling establishments of modern 
design have been established meanwhile, but their 
product has gone chiefly to supply the home mar- 
ket. Recently the millers have complained so much 
that the authorities have determined to favor flour 
exports still more, and have made the railroad rate 
on flour exports 20 per cent. less than the grain rate, 
and have granted a rebate of 15 per cent. on grain 
going to mills on the border or at seaports to be 
ground. The shipment of a barrel of flour from the 
extreme east of Russia to the Baltic for export by 
this tariff costs 34 cents less than the shipment of 
wheat enough to make it. 








NEW PUBLICATIONS, 





Digest of Railway Decisions. By Stewart Rapalje 
and William Mack. Vol. 8. Edward Thompson 
Co., Law Publishers, Northport, L. I., N. Y. 

We are in receipt of the eighth and last volume of 

Rapalje and Mack’s Digest of Railroad Law em- 

bracing topics from “Trial” to “Year.’”’ The subjects 

most voluminously digested are “Trial,” ‘““Witnesses,” 

“Waters and Watercourses,’”’ “Words and Phrases.” 

The greater part of the volume is taken up with a 

table of cases and a general index to the entire 

work. The whole work is a most valuable addition 
to the literature of railroad law. 
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TRADE CATALOGUES. 





Inspection Cars.—The Railway Cycle Manufac- 
turing Company, Hagerstown, Ind., has issued an 
illustrated pamphlet of twenty pages describing the 
Hartley & Teeter light inspection cars. The frames 
of these cars are made of cold drawn seamless steel 
tubing, after the manner of a bicycle, ball bearings 
being used throughout. The wheels have steel wire 
spokes with rubber covered rims. The cars are 
driven by cranks and a sprocket wheel, connected to 
the rear axle by a chain. The single car weighs 60 
lbs. and the double-seated car 75 lbs. It is stated 
that a speed of from 15 to 20 miles an hour can be 
easily maintained. A large number of these cars 
are now in use, and the pamphlet contains letters 
from some of those who have used the cars for sev- 
eral years with good results. 





Inspirators, Ejectors, General Jet Apparatus and 
Other Specialties.—The Hancock Inspirator Co. of 
Boston, Mass., has just issued a new catalogue and 
price list of locomotive inspirators and ejectors, gen- 
eral jet apparatus and specialties for steam, water, 
air and gas. Considerable space is devoted to de- 
scription and illustrations of the Hancock locomotive 
inspirator. The Hancock inspirators applicable to 
stationary, marine and portable boilers are also de- 
scribed. 


Oil Tanks, Etec.—We are in receipt of two pamph- 
lets from S. F. Bowser & Company, Ft. Wayne, Ind., 
makers of oil tanks and oil handling apparatus. One 
of these contains descriptions and illustrations of 
various styles of oil tanks and oil pumps, some 
of the tanks having automatic registers, which show 
the amount of oil in the main tank and also the 
amount delivered by the pump. A special pump 
and tank is made for use about railroad and other 
shops. The second pamphlet gives the history and 
growth of this firm from its establishment in 1885 
with numerous illustrations. 

Gasket Tubing.—The Boston Belting Co., 256 Dev- 
onshire street, Boston, Mass., is placing on the mar- 
ket a new gasket tubing known as Excelsior gasket 
tubing. It is made from the same compound as 
the Phoenix red packing made by the same company, 
and the claims, as stated in a little circular just 
received, are that it is not quickly affected by great 
heat, will not blow out under the highest pressure 
and will make a perfectly tight joint no matter how 
rough or uneven the surfaces, and as it retains its 
elasticity for a long time, the same gasket tubing 
can be used repeatedly where joints must be fre- 
quently broken. 








The ‘American’? Compressed Air Ditcher. 





In our issue of Dec. 24 last we described the 
construction of the railroad ditcher built by the 
American Steel Foundry Company, St. Louis, from 
designs of Mr. W. B. Doddridge, General Manager of 





scraper. The shoulder former completes the work 
with the exception of ballasting. This machine has 
given satisfactory service, and fully meets the ex- 
pectations of Mr. Doddridge and the builders. 


English and American Freight Cars. 











The old question whether the large American 
freight cars could be used advantageously on Eng- 
lish railroads has been lately discussed in a London 
paper. One correspondent, Mr. Joseph Price, Vice- 
President New York, Ontario & Western, thinks 


coal trains of a gross weight of 1,000 tons, the dead 
weight being about one-third. There are many 
wagons of 20-tons capacity, but they are not suit- 
able for small stations where there is no switching 
engine. The limit is in the length. If English rail- 
roads can run Pullman cars, they can run goods 
wagons of equal length without alteration of bridges 
and tunnels; but the cost of altering turntables, 
lifts and sidings is sufficient to prevent English roads 
from adopting long merchandise wagons. 

Another writer considers it has been clearly shown 
that when the traffic on the lines is sufficient, trad- 
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Amer can Compressed Air Ditcher—Scraping. 


there is not much doubt that the concentration of 
the load of freight in American trains leads to greater 
economy in working, and quotes a test experiment 
with which he was connected and which was made 
for comparative purposes some four years ago by 
hauling a coal train on the New York, Ontario & 
Western, from Middletown to Weehawken, and on 
the London & North Western from Rugby to Willes- 
den, the distance being exactly 77 miles in each case. 
(See the Railroad Gazette March 30, 1894, p. 225 
for a full account with profiles, etc.) The total 
weight of the English train was 852 tons and that 
of ‘the American train 919 tons, the paying load per 
cent. being 51.71 and 61.11, respectively. The Eng- 
lish train was 1,263 ft. long, and the American 857 
ft. The former had 130 axles and the latter 109. 
Although the main facts told in favor of the Amer- 
ican system, there were two or three points which 
went to prove that the American system cannot be 
used in England. The American cars, says Mr. 
Price, are 12 tons in weight with a load of 30 tons 
of coal, but the cars capable of being used for such 
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American Compressed 


the Missouri Pacific Railway, the main operations of 
which are performed by means of compressed air. 
The accompanying illustrations show the machine at 
work, and as a very complete description has already 
been given, it is only necessary at this time to state 
that in ditching the plow is first used. In cuts where 
there is not room for the surplus earth to be thrown 
off at the side the plow is followed by the scoop, and 
in certain cases it is convenient to make use of the 


Air Ditcher—Scooping. 


heavy tonnage have to be wider than English 
wagons. The bodies of the American cars partly 
overhang the permanent way, and to introduce this 
system into England, bridges and tunnels would 
need widening and English turntables would be too 
short. 

A Mr. Urban Broughton, who joins in the con- 
troversy, refers to Indian lines. In India, he says, 
there is no difficulty in running merchandise and 


ers would be willing to put the lifts, turntables and 
sidings right, provided they could get the larger 
wagons. He complains that there are colliery own- 
ers and ironmasters who are moving hundreds of 
thousands of tons of minerals every year, and who 
are constantly refused by the railroads the privi- 
lege of providing for themselves a supply of large 
trucks. 








The Dominion Railroads and Canals. 





The annual report of the Dominion of Canada De- 
partment of Railways and Canals for the fiscal year 
ending June 30, 1897, is a bulky volume of nearly 600 
pages, in the familiar blue cover of British public 
documents. It contains many maps and tables and 
much data of particular interest to the student. The 
summaries show that the number of railroads in ac- 
tual operation, not including the three Government 
roads, was 139, of which 27 have been absorbed by 


amalgamation with other companies, and 31 have: 


been leased, making 81 controlling companies. The 
number of miles completed at the end of the year 
was 16,687, an increase of 300 miles. The leading 
statistics are contained in the following table: 






Miles of railroad completed (track laid)........ 16,687 
EN AEE vc icininc Wace <adunee cknemanekeekwusens 2,218 
Miles iron rails in main line....... 210 
Miles steel rails in main line........ 16,477 
Miles steel rails in main line, double track 550 


Capital paid (including the four following 
MERIENIN) ia nsc sor co sseyuraioibis) nc 16/6 disiniscalsie. vie We oIw loo aine Mis aoe $921,858, 232 
onu 





| a pha Ral a cise. ads aaeaieeee casandneaen ted $159, 241,584 
Government (Dominion & Provincial) loans 
MEE 5 <kapias eedatuainvavetenae. .2ekekes aneuesadeetaues $21,569,149 
Government (Provincial only) subscription to 
RUE INE occ gcse. ewlcea oceanic cnicosed/emmin sie nacee - $300,000 
WITICIDAY “BIG: DAIG. 6ocisccciseccicveseces <iaanenieows +. $15,610,868 
Miles in operation............. Siew leta here nee-ere Siceaneats 16,650 
SN WI iccicnc adcousdveeneces (eneacnsedexanes $52,353 ,276 
WROTE CR OCHEOB 6 i565 5s:cc0 snes nisiee edciogseecwaduoseis $35,168 ,665 
I ME rec ctcac AcsindvEdeadeacsunceweecexedeneis $17,184,611 
Re TIO 6 15.555 055 sisicin eis enrae 6 s\isi0's cidlermieiasels sledie 16,171,338 
PUVOIPNE CATTION CLONES) ois osiccicecnsccsenscnccees enue 35,300,331 
I cies cis scagackkaineasaunbensaaecrmset 45,780,851 
PBSSORBCTS HINO. « siccsciicscceccce ete ba(Weletesialo eaeears 7 
MONE oc. os sia co isieisiaiecisieu'e  lnnta'sniaeacibsssiceenieeses ex 93 
Guarded level crossings—public roads............ 163 
Unguarded crossings—public roads..............- 11,239 
CORONER ORINOOR  caicccc. cosldsorseccconiccascacuse vas ‘421 
Level crossings of other railroads..............65 : 230 
Junctions with other railroads................. see 327 
JUNCTION WIth DLANCH TMCS... ..ccccvscscccvcavenes 219 
MOVETRNOR OWAIOR. oe cieisicigs.ciois «cies. sian aiv'scsi isis piece Waclnass 2,006 
RATIOS TIE ov woaics cccaie. snkino sesso ccs avswahegeicece 90 
Sleeper and parlor cars Owned............eceecees 189 
Sleeper and parlor cars hired...........scecccsscsees 37 
First class cars OWned..........ses.« WC asie there eelesies 1,047 
PAEHE CLARE COTS AMOS s.ocinc sictin.cie ccs cscssloscescesioesis 37 
Second class and immigrant cars owned......... 684 
Second class and immigrant cars hired.......... 
Baggage, mail and express cars owned.......... 663 
Baggage, mail and express cars hired............ ui 
Cattle and box freight cars owned........ccsccee 34,939 
Cattle and box freight cars hired................+ 2,532 
EPRLLOTE CAPE OWMNGE  sie.cic.0csicciivictpccnsics asics ccccisic 15,149 
BOMPE LATED. CANS FEO osc 5 ccacis asic todas caisinwe seine s wader 203 
Coal and GWinp: CAPS: OWNER. 600. c.ccccescseseesee 4,831 


The Government roads consist of three, the Inter- 
colonial, 1,145 miles; the Prince Edward Island, 211 
miles, and the: Windsor branch of the Intercolonial, 
32 miles; the latter is maintained by the Government, 
but operated by the Dominion Atlantic. The gross 
earnings of the Government roads amounted to $3,- 
060,074 and the working expenses $3,177,269, showing 
a net loss for the year of $117,205. 

In the matter of subsidies the report shows that 
from 1883 to the close of the fiscal year 1897 the 
amount of ordinary subsidies was $13,365,637. Besides 
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this there were exceptional subsidies, including $26,- 
500,000 to the Canadian Pacific, which bring the total 
subsidies up to $41,390,887. The entire Government 
expenditure*on the railroads prior to and since the 
date of federation (1867), including the above subsi- 
dies, amounts on capital account to $139,335,406. In 
addition there has been expended since federation 
for working expenses $69,522,382, making the total 
cost of the roads $208,857,738, all of which, with the 
exception of $13,881,261, has heen expended during the 
past thirty years. The revenue derived from the 
Government roads during the same period amcunts 
to $61,196,803. This shows a net less in expenses over 
receipts of $& 325.579. 

The canal systems of the Dominion under Govern- 
ment control are the River St. Lawrence, the Wel- 
land, the Sault Ste. Marie, the Richelieu, the River 
Ottawa, the Rideau, the Trent and St. Peters at Cape 
Breton. The total expenditure for original building 
and enlargement up to the end of the fiscal year 1897 
was $69,289,531. A further expenditure of $14,500,345 
was made for repairs, maintenance and _ operation, 
bringing the total up to $83,789,876. The revenue de- 
rived, including tolls and rents of lands and water 
powers, amounted to $11,302,577. During the fiscal 
year $2,348,637 was spent on new work and enlarge- 
ment and $633,276 for repairs, renewals and opera- 
tion, making a total for the year of $2,981,913. The 
revenue for the same period was $384,781. 

During the navigation season of. 1896 on the Wel- 
land Canal 1,279,987 tons of freight were moved, an in- 
crease of 486,625 tons over the preceding year. Of 
this Canadian vessels carried 341,130 tons of through 
freight and United States vessels 902,465 tons. The 
total freight passing eastward and westward through 
this canal and to and from United States ports was 
653,213 tons, an increase of 183,484 tons over the pre- 
ceding year. On the Sault Ste. Marie Canal the total 
movement of freight was 4,577,399 tons. The canal 
on the American side carried 12,679,024, making an 
aggregate through the two canals of 17,256,423 tons. 
The tonnage of vessels passing through these canals 
is nearly double that passing through the Suez 
Canal, although the ocean connecting highway is 
open 365 days in the year. 








A Seven-Arm Bracket Post. 





The Union Switch & Signal Co. has lately put up at 
Woodsville, N. H., a bracket signal-post carrying 
three posts and seven arms, as shown in the accom- 
panying engraving. This signal is a part of a plant, 
worked by a 32-lever machine, near the entrance to 
the freight yard of the Boston & Maine at the place 
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named. The signals here shown are for the tracks 
approaching from the south and leading toward the 
main line northward and to the White Mountain 
transfer, which diverges to the right near the over- 
head bridge shown. in the engraving. 

The main post of this signal is 35 ft. long and 25 ft. 
above ground, being 16 in. square at the base. The 
transverse timber, supporting the signals proper, is 
17 ft. long and the lengths of the signal post are 
respectively 22 ft. 6 in., 15 ft. 6 in. and 15 ft. 6 in. 








TECHNICAL. 


Manufacturing and Business. 

The Standard Supply & Equipment Co., 22 South 
Fifteenth street, Philadelphia, offer for sale three 
Pennsylvania Railroad, Class D, freight lo@omotives, 
With 18x22 in. cylinders, weight of engine being 84,300 
Ibs., and weight of tender 54,100 Ibs. The locomotives 
are in use, and are offered for sale on account of 
being too light for the service required. 

Contracts were awarded April 1, at Chicago, by 
City Electrician Ellicott, for extending the street 
lighting plant, bids for which were opened some 
time ago, as noted in this column. The contract for 


ten 150-light dynamos was let to the Western Elec- 
tric Co, at $20,500, and contract for two engines to 
the Charles F. Elms Engineering Co., at $12,075. One 
engine and five dynamos will be placed in the old 
Plant at Rice street and Lincoln avenue. The other en- 
gine and dynamos will be installed at the Twenty-sec. 


ond or Sixty-eighth street pumping stations on the 
South Side. These contracts will add 1,700 new are 
lights, which, with the 1,547 already in use, will give 
the city 3,247 lamps. 

The McCord journal box and lid, made by McCord 
& Co., Chicago, are specified for 400 coal cars ordered 
by the Toledo & Ohio Central from the Wells-French 
Co., and for 300 flat cars which the Northern Pacific 
is building at its own shops. 

The firm of Vieillard & Osswall of Brooklyn, N. Y., 
has been incorporated, with a capital of $50,009, to 
manufacture machinery. The Directors are: C. E. 
Vieillard, Woodhaven, N. Y.; Col. Osswall, Brooklyn, 
N. Y., and T. B. Inness, New York City. 

Among the foreign orders recently received by the 
Walker Co. are 20 double No. 8-S street car equip- 
ments, 3 single No. 3-S equipments and 18 double 
No. 3-N equipments for Paris, besides four 150 KW 
belted generators with two generator panels. 
Messrs. Bagnall & Hilles of Yokohama have ordered 
two 25 KW direct connected generators for Singa- 
pore. Recent domestic orders include two 150 KW 3- 
phase synchronous moiors for the Lachine Rapids 
Power Co., a 700 KW alternator, single phase, for 
the Buffalo and Niagara Falls Electric Light & 
Power Co., two 400 KW belt-driven generators for 
the Syracuse Construction Co., and one 120 KW 
belted generator for the Northern Electric Co. of 
Baltimore. 

The company has also recently taken a contract 
from the Government to build three disappearing gun 
carriages for 8-in. rifles, to be of the Crozier type, 
"96 model. 

The Detroit Graphite Mfg. Co. report that their 
business is growing rapidly, and that they expect to 
do more than double the amount of business in the 
first three months of ’98 than they did in 1897, and 
although the capacity of their factory has been 
doubled during the past year, they have been com- 
pelled to work nights to keep up with orders. They 
also state that the work they are doing for the Gov- 
ernment has not only added to their sales, but has 
given them prestige. 

The Central Trust Co. of New York has begun suit 
at Duluth, Minn., against the stockholders of the 
West Superior Iron & Steel Co. to recover deficiency 
judgment of $1,766,653, and to establish statutory lia- 
bility. The property of the company was sold under 
mortgage foreclosure on Feb. 7 for $60,000. The 
bonded indebtedness was $1,826,653. 

The Harriman Roiling Mill Co. of Harriman, Tenn., 
has received an order from the Government for 20 
tons of iron, which has been sent to the Mare Island 
Navy Yard, San Francisco. 

Press dispatches state that it is announced that 
the Johnson Company of Lorain, O., will be re- 
organized under the name of the Lorain Steel Co., 
with a capital of $14,000,900. 


The “Diamond S” brake shoe, made by the Sargent 
Company, Chicago, has been adopted during the 
past week by four large railroads aggregating about 
8,000 miles. The steel casting department of this firm 
during the month of March showed an increase in 
business of 75 per cent. over the corresponding time 
of last year. 

Simplex body and truck bolsters, made by the Sim- 
plex Railway Appliance Co., Chicago, are specified on 
400 cars ordered by the Toledo & Ohio Central from 
the Wells-French Co. 


Iron and Steel. 


The employees of the crucible department of the Ali- 
quippa Steel Co., Aliquippa, Pa., have been given a 
10 per cent. advance in wages. 

The Cambria Iron Co. has declared a quarterly 
dividend of 2 per cent., payable April 1. 

The government has placed an order with the 
National Tube Works Co., of McKeesport, Pa., for 
a large number of shell projectiles, which are being 
turned out at the plant of the United States Seam- 
less Tube Co., of Christy Park, near McKeesport, 
owned by the National company. 

The Sessions Foundry Co., Bristol, Conn., has re- 
cently received an order for about 260 tons of 
castings for delivery at St. Paul, Minn., for a coun- 
terweight street railway system for operating cars 
over heavy grades. 

The Brown Hoisting & Conveying Machine Co., 
Cleveland, O., shipped last week a train of 17 cars 
of machinery for a large steel works at Mariopol, 
Russia. The shipment consisted of three Brown pat- 
ent bridge tramways, driven by electricity, for hand- 
ling ore. They also made a smaller shipment to 
Trieste, Austria, for the Krainische Industrie Ge- 
sellschaft. 

New Stations and Shops. 


Contract for the new shops of the Chicago Great 
Western at Oelwein, Ia., mentioned in this column 
March 25, has been let by the architects, Messrs. 
Reed & Stem, to Hoff Bros., contractors, of Chicago 
and Minneapolis. The shops will consist of ten 
buildings, with area of 180,000 sq. ft. The total cost 
of the plant will be $250,000, the contract with Hoff 
Bros. being for about $150,000, and including the 
water and sewer systems, consisting of a mile of 


sewer and almost a mile of water pipe. Contracts 
for plumbing, heating and power plant have not yet 
been closed. 

The Kansas City, Fort Scott & Memphis does not 
contemplate building new shops at Rosedale, 


The Illinois Central and the Wabash are discussing 
the question of building a new union passenger sta- 


tion at Decatur, and they expect to put up a new 
building during the coming summer. No definite 


plans have been agreed upon. 

It has been reported that the Chicago, Rock Island 
& Pacific intends to move its shops from Caldwell to 
Wichita. There is no truth in this report. 

Recent dispatches state that the Lehigh Valley will 
make extensive improvements to its property at Packer. 
ton. The company is at present building a freight 
transfer platform and shed at that point, and we are 
ofticiaily informed that no other improvements are 
to be made. 

The Canada Atlantic has leased from the Chicago 
Dock & Canal Co, for a term of years dock space, 
and a large warehouse will be built thereon. The 
Chicago Dock & Canal Co. will put up the buildings 
and turn them over to the railroad when completed. 


Dispatches from Springfield, Ill., announce that the 
Illinois Railroad and Warehouse Commission has ac- 
cepted the plans and specifications for a new station 
to be erected in that city at Tenth and Washington 
streets by the Wabash Railroad, at a cost of $75,000. 


Electricity on London Underground Railroads, 


With reference to the proposal to substitute electric- 
ity for steam on the Metropolitan underground of 
London, the application which has been lodged by 
the Metropolitan Company for a bill granting permis- 
sion to effect this improvement is opposed by the 
Great Western Railway Company. The reason for 
this step is that the company when it has equipped 
its lines electrically will be able to say to the Great 
Western, which runs seventeen trains a day over 
the Metropolitan rails, ‘‘We are an electric railroad, 
you are a steam railroad. We no longer approve of 
your rolling stock, but require you to substitute elec- 
tric motors.” This is the complaint set up by the 
opposers. The Metropolitan Company only proposes 
to equip certain lines, and not all, for electrical work- 
ing, with a view to better ventilation. The system to 
be adopted has not been decided upon, the company 
asking for three years in which to make further in- 
vestigations. 

The new electric railroad which is to be built under 
London from the city to Brixton will have stations 
at Brixton Hill, Lorne Road, Kennington Oval, Ken- 
nington Cross, Lambeth, St. George’s Circus and 
King William Street, City. The City & South London 
Electric Railway Company has agreed to work the 
line in perpetuity. The tunneling operations will be 
carried on by the Greathead shield system. The City 
& South London Railway Company is understood 
to be now building a new tunnel under the River 
Thames for the purpose of extension northward to 
Islington. 


The Proposed Reservoir on the Nile at 


Press reports state that the great Nile reservoir 
at Assuam is to be made. Mr. John Aud has under- 
taken to do the work under the superintendence of 
Sir Benjamin Baker. The work is to be completed 
in five years, the contractors to accept payment by 
annual installments of 160,000 pounds sterling, ex- 
tending over 30 years, beginning from the completion 
of the dam. 

The dam is to be built upon the rocks which form 
the First Cataract of the Nile, and is to consist of an 
ashlar wall of granite with spill-ways. The mini- 
mum height of the comb from the riverbed is to 
be 76 ft. When the dam is completed the head and 
fall of the water will be 46 ft. The dam will be 
about 6,000 ft. long. The water thus stored will 
amount to about 37,605 million cubic feet. Locks 
will be constructed to permit the passage of steam- 


Assuam. 


ers. 

The estimated direct ultimate annual return to the 
state is three-quarters of a million of pounds ster- 
ling, while it is calculated that the increased annual 
value of the crops will represent ten times that sum. 
In the small province of Gisseh alone the area under 
summer crops would be increased from 5,000 to 60,- 
000 acres. As the average value of the summer crop 
is no less than 10 pounds sterling per acre, there 
would be a net increase of over half a million ster- 
ling in that little district alone. 

A second dam is to be built at Assuit for the pur- 
pose of raising the river level during the summer, 
thus increasing the distributing power of the canals 
in Middle Egypt and the Fayum, and it is designed 
much upon the lines of the great barrage north of 
Cairo. 

Electricity on the “Alley” Elevated, 
The South Side Elevated R. R., Chicago, has announced 
j's intention to commence operating trains by electricity, 
Friday, April 15, the boilers, engines and generators being 
in place. ‘Thirty cars have been fitted with motors 
and delivered to the road. The motor cars will be 
put in service a few at a time, and the change from 
steam to electricity will be made gradually, 
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Trolley in the Downtown District, Chicago. 
On the pretext of requiring additional facilities for 
bringing the Wentworth avenue trolley cars down- 
iown while the work of elevating and depressing 
the railroad tracks at the Sixteenth street crossing 
is in progress, the Chicago City Railway recently 
obtained permission from the Chicago City Council 
to erect a temporary trolley line in the downtown 
district. The agreement provides for running these 
cars over the present tracks in Twenty-second street 
to State street and Wabash avenue, a trolley line 
being built in both these streets as far north as Van 
Buren, The electric cars going north on State street 
are to run east on Van Buren to Wabash, and thence 
north, under the Union Loop structure, to Randolph 
sireet, where the trolley is to be carried on poles 
around the loop, in Madison street, Michigan avenue 
and Randolph street, now used by the cable cars. 
Since permission was granted, the City Railway has 
been working night and day to complete the work 
in the downtown district, which, however, has now 
been stopped on Michigan avenue by an injunction 
based on a Supreme Court decision, of November 
8 last, declaring that Michigan avenue and the Lake 
Front Park are for park purposes and only held in 
trust by the city; also, that adjoining property own- 
ers have the right to enjoin threatened encroach- 
ments. While the agreement is that the electric cars 
ean follow the route above outlined only as long as 
the Sixteenth street crossing is obstructed, it is 
thought in Chicago that this is the first step in a 
scheme to replace the downtown cables by the over- 
head trolley. 

Richmond Compound for Purdue 
University. 
The Richmond Locomotive Works has presented Pur- 
due University with the full-sized model of the front 
a two-cylinder Richmond compound, which 
was exhibited at the last meeting of the Master 
Mechanics’ Association at Old Point Comfort. This 
exhibit was described and illustrated in our issue of 
June 18 last, and consists of the original cylinders of 
the famous “tramp compound” No. 2427, fitted with a 
section of a front end, so that the receiver and draft 
appliances can be seen. The low-pressure cylinder 
was re-bored to show the quality of the casting, and 
the saddle cut away to show the intercepting valve. 
The “tramp compound” was built in September, 1894, 
and was run for short periods on many roads, the 
first cylinders, 19 in. and 30 in. by 24 in., being re- 
placed in September, 1896, by new cylinders which 
were 20 in. and 32 in. in diameter by 36-in. stroke. 
The movements and performance of this engine have 
been given in the Railroad Gazette from time to time. 


Model of 


end of 


The Nelson Fender Ordinance, Chicago. 


Corporation Counsel Thornton of Chicago rendered 
an opinion March 28 to the effect that the street car 
fender ordinance passed last September and noted in 
our issue of Oct. 22, 1897, page 752, could not be 
enforced, and that under its terms his department 
could not proceed to prosecute the companies which 
have ignored it. Mr. Thornton holds that there is 
nothing in the ordinance to prevent a jury from 
holding that the wheel guards at present used come 
within the provisions of the ordinance. Mayor Har- 
rison at once instructed the law department to pre- 
pare a proper ordinance specifying basket fen- 
ders, which the City Council will be asked to pass 
as soon as it can be prepared. 
Locomotive Staybolts. 
Since the practice of providing test holes in the 
outer ends of locomotive staybolts has become gen- 
eral, several methods have been adopted for making 
these holes. The first and most common method is 
to drill the holes after the staybolts are in place 
in the firebox and headed over, and for this work 
light rotary drills driven by compressed air have 
been largely used. As this, however, is a slow pro- 
cess, many staybolts are now being provided with 
end holes at the time the bolts are made, in some 
cases the holes being punched and in others drilled 
by means of special machines. Thus the Chicago, 
Burlington & Quincy and Baldwin Locomotive Works 
punch these holes, while in the Union Pacific shops 
they are drilled. When punches are used, the stay- 
bolts are worked hot. 
Sanitary District Bridge, Chicago. 

The Sanitary District Trustees, Chicago, have se- 
cured options on the designs for eight-track, movable 
bridges, made by the Scherzer Rolling Lift Bridge 
Company and C. L. Strobel, for carrying over the 
canal the tracks of the Pittsburgh, Cincinnati, Chi- 
cago & St. Louis, Chicago & Northern Pacific and 
Union Stock Yards & Transit Company, in Campbell 
Avenue. The District is to pay $3,000 for the Strobel 
option, and $15,000 additional if that bridge is finally 
accepted; for the Scherzer option $8,000 is to be paid, 
with an additional $27,000 in the event the Scherzer 
The Sanitary District will at once 
and at the 


bridge is built. 
ask for bids on both of these designs, 
same time competitive designs may be submitted, 
provided the approval of the three railroads is first 
obtained. This arrangement, therefore, leaves out of 
consideration the eight-track swing bridge designed 
by the Sanitary District engineers and the design 


submitted by the Edge Moor Bridge Works; the 


former was considered unsuitable by the railroads. 


The Scherzer Rolling Lift Bridge Company will be 
required to submit plans for a bridge having a clear 
opening of 120 ft., or 160 ft. center to center of bear- 
ings, the former estimates being based on a clear 
opening of 150 ft., or a span of 200 ft. This company 
convinced the Trustees that it was placed in an un- 
fair position in previously being obliged to provide 
for a greater clear opening than any of its com- 
petitors. On account of making new plans and again 
securing bids, it will be several months before the 
final selection of a bridge for this site can be made. 


Electric Roads for Manchester, England. 


The Manchester Corporation has recently decided to 
buy the city tramways and work them by electricity 
on the trolley system, and it already possesses one of 
the most successful electric lighting systems in Eng- 
land. 

Oil on the Ballast. 
The Long Island Railroad Company have entered 
into a contract with the Dustless Roadbed Company 
whereby they have taken a license to use the Nichol 
system of sprinkling ‘their roadbed with oil for lay- 
ing dust. They have an oil car under construction 
and will begin sprinkling during May. 

The West Jersey & Seashore Railroad Company 
has begun to sprinkle the Camden & Atlantic Division 
from Camden to Atlantic City. This road has re- 
cently been retracked and laid with 100-lb. rails. 
Their experience last summer with the use of oil 
for laying dust was such that the whole system will 
be oiled from one end to the other. 


The Nicaragua Canal Commission. 


The commission to investigate and report on the 
Nicaragua Canal route and project reached New 
York on the 30th, having sailed from that port for 
Nicaragua Dec. 5. It is expected that a preliminary 
report will be made soon, but the final report will 
not be submitted until next June. The commission- 
ers do not make public their estimate of the cost, 
which, very likely, they have not decided upon 
themselves. It will be remembered that this com- 
mission is composed of Rear Admiral John G. Walk- 
er, U. S. N., Col. Peter C. Haines, Corps of Engi- 
neers, U. S. A., and Mr. Lewis M. Haupt, Civil Engi- 
neer of Philadelphia. 

The surveys are still going on in the field. Accord- 
ing to press dispatches the hydrographic party, 
under Lieut. G. C. Hanus, U. S. N., and the transit 
party working in conjunction with them, in charge 
of Francis Lee Stuart, have reached the Toro Rapids, 
and the survey of the canal route will soon have 
been completed from twenty miles west of San Car- 
los to a point half way down the San Juan River 
from San Carlos to Ochoa. The boring party at the 
Ochoa dam site has found rock at a depth of 20 ft. 
below sea level. It is further said that Mr. E. S. 
Wheeler, Chief Engineer of the Commission, pro- 
poses to build the dam higher than any possible level 
and throw the water westwdrd over a weir on the 
Pacific side whenever there is a surplus. 


Air Brakes. 
During the month of March, 1898, the Westinghouse 


Air Brake Co. manufactured, sold and shipped from 
its works at Wilmerding, Pa., 16,628 sets of air brakes 


for freight cars. 
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Notes. 

The New York Legislature has made an appropria- 
tion for carrying out the grade crossing law of 1897, 
but it is only $100,000, not $250,000, as recommended 
by the Railroad Commissioners. 

At Raleigh, N. C., March 30 the Superior Court of 
the State delivered an opinion holding the Seaboard 
Air line and the Southern Railway guilty on charges 
of illegally issuing free passes to certain members of 
the Legislature jast year. The railroads appealed to 
the Supreme Court. 

It is reported that the speed contest between the 
Union Pacific and the Rock Island roads over the 
lines from Kansas City to Denver has been discon 
tinued. The winner is supposed to be the one which 
secures the best mail contract from the Government, 
but it is not announced which one this will be. The 
best time reported was by the Rock Island train on 
March 27, 14 hours 10 minutes. 

Since the electric (surface) street cars of Brooklyn 
have extended their rungs over the bridge to New 
York, the passenger traffic on the regular bridge cars 
has fallen off to such an extent that a large pro- 
portion of the conductors, platform men and other 
employees of the bridge have been discharged. About 
70 men altogether have been dismissed, and the num- 
ber of cars in service has been reduced from 64 to 56. 
The cable is run only from 6a.m. to 8p. m., electric 
power being used during the night. 


The Sault Ste. Marie Canal. 


Assistant United States Engineer Joseph Ripley 
has been appointed General Superintendent of St. 
Mary’s Falls ship canal at Sault Ste. Marie, Mich., to 
succeed Mr. E. S. Wheeler, Engineer on the Nicar- 
agua Canal Commission. Mr. Ripley has been in 
the employ of the Government at the “Soo” since 
1877, when he was appointed Inspector of Masonry 
on the Weitzel lock, which position he held until 


that work was completed in 1881. He has been in 
active charge of the channel improvements on St. 
Mary’s River. 
Traingrams. F 

According to a Texas paper this is the name ap- 
plied on the Gulf, Colorado & Santa Fe, and the Mis- 
souri, Kansas & Texas, to R. R. B. letters which are 
delivered and attended to immediatery on their ar- 
rival at destination. Instructions have been issued 
that communications which will bear delay of send- 
ing by train, but which might possibly suffer if they 
were to take the usual course of letters, shall be 
sent under this special delivery regulation. ‘This re- 
lieves the telegraph wires, and, according to the re- 
porter, the scheme has proved highly satisfactory. 


A New Kind of Railroad Accident. 


A recent Boston paper reports the decision of the 
Massachusetts Supreme Court in the peculiar case of 
William Thompson vs. the Lowell, Lawrence & 
Haverhill Street Railway, holding that the defend- 
ant must pay the plaintiff the $5,045 which he recov- 
ered in the Superior Court. The suit was brought 
for damages for the loss of an eye consequent upon 
negligent marksmanship by a ‘man born without 
hands” in a grove owned by the defendant. The 
plaintiff was a spectator at the exhibition, having 
been brought there on one of the defendant’s cars, 
induced by an advertisement on its cars. The ex- 
hibition was given by a manager who was under 
contract with the defendant. A piece of bullet fired 
by the marksman entered the plaintiff’s eye. The 
ccurt held that the case was properly submitted to 
the jury, and that it could not be held that the 
plaintiff assumed the risk of such an accident. 


Height of Buildings in Chicago. 


At a special meeting of the Chicago City Council 
on March 23 the new building ordinance was passed. 
This ordinance was prepared by a building commis- 
sion appointed by Mayor Harrison some months 
ago, and representing the Council, real estate, build- 
ing, trades union and insurance interests. The new 
measure includes many provisions of the old ordi- 
nance. The most important new provision is that 
limiting buildings in the business district to 130 ft., or 
10 stories in height, this provision being carried by 
an overwhelming majority of votes of the Council, in 
spite of considerable opposition. Another provision 
is that, if owners so desire, shutters made of ‘‘wire 
glass or electro-plate prisms not exceeding 4 in. 
square” may be substituted for iron shutters. It 
was explained that the insurance companies wanted 
this change, and that it was also recommended by 
the Chief of the Fire Department. It was stated 
that the insurance companies had found that the 
glass resisted fire and water as well as iron, while 
the Fire Department prefers it because it enables a 
watchman to see a fire, and it can be broken in by 
firemen when necessary. The ordinance makes 
architects responsible for buildings, and they must 
show their specifications before a permit will be is- 
sued, and must have a state license or their plans 
will not be considered. Contractors are to pay $2 
a year license fee. The precautions against fire in- 
clude standpipes and metal fire-escapes on all build- 
ings four or more stories high, and fireproof walls 
between elevator shafts and stairways must be pro- 
vided. A Building Department is established, with 
a Commissioner at $5,000 a year salary; a Deputy 
Commissioner at $4,000 a year, and a force of inspect- 
ors. March 26 was the last date on which permits 
under the old ordinance were issued, and two per- 
mits for 12-story buildings were taken out on thai 
day. 

Clontarf (Ireland) Electric Railroad, 


The Clontarf section of the Dublin electric tram- 
ways has just been completed and opened. The over- 
head trolley is employed, and the total length is three 
miles of double track. This is the latest section of 
the Dublin Tramway Company’s lines to be elec- 
trically equipped. It extends from the city bound- 
ary, Annesley Bridge, to Dollymount, and serves a 
suburban district studded with residential villas of a 
superior class. The gage is 5 ft. 3 in. The power 
house is situated at the Dollymount end of the line. 
There are three Babcock & Wilcox boilers, three Mc- 
Intosh & Seymour horizontal tandem compound en- 
gines (cylinders 23 in. x 11% in. x 17 in. stroke), direct 
ecupled to six pole 150 kilowatt, 500 volt, 200 revolu- 
tions per minute Thomson-Houston generators. The 
overhead line construction is on the span wire sys- 
tem throughout. The rails are 7-in. girder, bonded 
with Chicago 4-0 and 30-in. bonds. There are 25 
motor cars. The line is to be extended to Howth, a 
seaside resort six miles distant. The line was opened 
the middle of March. 


New Railroad Commissioners, 

Senator D. J. Palmer of Washington, Ia., has been 
named by Governor Shaw a member of the Board 
of Railroad Commissions of Iowa to fill the va- 
cancy caused by the death of Commissioner Charles 
Davidson. 

William Campbell of Antrim, Kan., has been re- 
appointed a member of the Kansas State Board 
of Railroad Commissioners for a term of three years 
from April 1. 


No Injunction for the Lone Star Steamship Line. 


At New Orleans on March 29 Judges Pardee, Mc- 
Cormack and Swain, in the United States Circuit 
Court of Appeals, decided the “Lone Star’ steamship 
case. The latter line sought to prevent the Texas 
roads from making for the Mallory Line more fa- 
vorable divisions and facilities on through freight 
than they would grant the plaintiff, virtually institu- 
ting a boycott. The court refused to maintain the tem- 
porary injunction that had been granted. It held 
that the contract of the railroad and the Mallory 
Line was legal; that the Texas Commission could not 
interfere with interstate commerce; that Congress 
had not granted the Interstate Commerce Commis: 
sion the right to interfere with such contracts, and 
that the Circuit Courts could not grant such injune- 
tions in advance of the necessary legislation; hence 
the decision of the Texas Circuit Court granting t»° 
injunction was reversed and the case remanded. 


Disastrous Flood at Shawneetown. 

The village of Shawneetown, Ill., on the Ohio 
River, about 75 miles northeast of Cairo, was Inul- 
dated by a flood on Sunday afternoon April 3, and 
about 30 persons were drowned. The levee, built 
several years ago by the Government to protect the 
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town from the Ohio River in time of flood, gave way 
about one mile above the town, and the break wi- 
dened so rapidly that the lower part of the town 
was overwhelmed before people had time to escape. 
The greater part of the village is 15 ft. below the 
top of the levee, and the whole population, about 2,000 
persons, had to flee for their lives, saving nothing. 
Many buildings were destroyed. Shawneetown is 
reached by branches of the Louisville & Nashville 
and the Baltimore & Ohio Southwestern. 


Car Curtains, 

We have recently spoken of the substitution of 
curtains in place of slat blinds for the windows of 
closed trolley cars and the extensive use of leather 
fabrics in place of canvas for curtains for both 
steam and street railroads. Some five years ago 
the E. T. Burrowes Co. of Portland, Me., put on 
the market a waterproof curtain material known 
as Oakette, and the company reports a steady in- 
crease in the sales of this material for steam and 
street railroads and steamboats. <A single thickness 
of heavy material is used with the waterproof sub- 
stance applied to it directly, permeating the texture. 
It is printed in colors and patterns suitable for 
particular requirements. It is claimed for Oakette 
that it cannot be scratched or marred with the finger 
nail, the surface being hard; is non-absorbent, water, 
dust, grease and stain proof, may be washed with 
water and sponge and is not affected by heat or 


cold. 
The American Train Dispatcher. 


Mr. W. S. Glover, Chief Train Dispatcher of the 
Chicago, Burlington & Quincy, speaking at the 
March meeting of the St. Louis Railway Club, gave 
some scraps of the early history of train dispatching 
in this country, from which we quote: The first 
railroad telegraph line was erected in 1847-8 on the 
Erie Railroad, under the supervision of Ezra Cor- 
nell, the founder of Cornell University, Chas. Minot, 
then general superintendent of the Erie road, being 
convinced of the value of the telegraph, persuaded 
his directors to authorize its adoption. In 1851, after 
the matter had been discussed by the stockholders, 
officials and employees for four years, the latter 
were most emphatic in denouncing the undertaking 
and were unanimous in refusing to obey orders mak- 
ing meeting points between trains by wire, but in- 
structions were issued, and train men were forced 
into compliance. The Delaware, Lackawanna & 
Western was the second road to use the telegraph 
for moving trains. Jan. 1, 1857, Mr. D. H. Conklin, 
now Mayor of Decatur, Ill., was appointed super- 
intendent of telegraph and train dispatchers of that 
road, he being one of the first dispatchers in the 
East. Soon inquiries began to come in from other 
roads as to rules, copies of blanks, etc., and the 
system became general. Previous to its adoption on 
the Delaware, Lackawanna & Western, trainmen 
were from four to five days making trips that soon 
after were made in less than 24 hours. 

In the West the Chicago, Burlington & Quincy was 
the first road to move trains by telegraph, in the 
early part of 1863. Mr. C. H. Chappell, now general 
manager of the Chicago & Alton, was the train dis- 
patcher, and Mr. F. C. Rice, now superintendent of 
the Illinois lines of the Chicago, Burlington & Quincy, 
the operator. Mr. Chappell had been sent to the 
Erie road to learn the rules and methods. 
Mr. Robert Pitcairn, now superintendent and general 
agent of the Pennsylvania at Pittsburgh, is among the 
early dispatchers, having moved trains by wire in 
1855 and 1856. He was the first person to introduce 
the duplicate order system in Pennsylvania and Vir- 
ginia, in the early ’60s. He had charge of the move- 
ment of Government troops and munitions of war. 

From the crude, unsatisfactory manner of thirty to 
forty years ago, with a large per cent. of train acci- 
dents chargeable to the dispatcher, train dispatching 
has improved until to-day the per cent. of accidents 
chargeable to the train dispatcher is brought down 
to a minimum. With the old telegraph register used 
in receiving it took thirty minutes or more to make 
meeting points by wire. The train orders were writ- 
ten upon any kind of paper and rewritten several 
times, being sent to one office at a time. Each would 
in most cases get a different wording, and frequent 
were the collisions from a lap order. During the 
prevalence of-the single order, the dispatcher spent 
about one-third of his time checking up his orders to 
see if he were going to have a collision and at about 
what point on the line it would occur. But to-day 
dispatching stands in the front ranks, made so by the 
American Railway Association, on whose Train Rule 
Committee are superintendents and managers who 
have spent years at the dispatcher’s table. The re- 
sult of their deliberations is the Standard Code, mak- 
ing the labor of the dispatcher less and his work 
more accurate and perfect, and taking away that ter- 
rible strain on his mind that prevailed under the old 
single order system. 

The following officers were chosen at a meeting of 
the directors of this company, which is an allied 
company of the Nicaragua Canal Company, held in 
New York City, March 23: President, Jacob W. Mul- 
ler; Chairman of the Board, Henry R. Hoyt; Vice- 
President, Gordon Macdonald; Second Vice-President, 
William F. Cochran; Treasurer, R. . Edwards; 
Secretary, Edwin R. Lancaster. (Mar. 18, p. 204.) 


Electricity on the Manhattan Elevated. 


A correspondent writes that he should not think it 
would be a very costly undertaking to operate the 
lines of the Manhattan Elevated Railroad by electric- 
Dah aa road already has a large Battery at one 


Cab Service of the Pennsylvania Railroad. 


Mr. J. R. Wood, General Passenger Agent of the 
Pennsylvania Railroad, in a letter to the St. Louis 
Railway Club, described the cab service furnished 
by the Pennsylvania at Philadelphia and New York. 
_About 12 years ago the Pennsylvania Railroad or- 
sanized @ cab service at Broad street station, 
Philadelphia, consisting of 25 four-wheelers and 25 
hangom cabs. Sixty thousand dollars was set aside 
rid this purpose by the Company, and the service 
nas been so successful as to enable the Company to 
build new cabs as required from time to time, cover 
all repairs and expenses, and show a fair profit at the 
end of each year. 

oo similar cab service was established at the new 
23d street station, New York, last year, more elabo- 
Hy ri carriages being used, which consists of 58 ve- 
oe es, comprising 20 hansoms, 20 four-wheelers, 10 
Victorias, four single omnibuses seating four people, 
and four double omnibuses, seating six or eight. The 


earnings from the New York cab service have not 
yet proved sufficient to cover the expenses, but the 
service is growing in popularity, and will likely 
within another year become self-sustaining. 

The rates of fare charged both in New York and 
Philadelphia are the same as are now and have 
been in use for many years in London and other cit- 
ies of England; but in the matter of earnings the 
English cabman, in being permitted to solicit pas- 
sengers in the public streets, has a manifest ad- 
vantage over these drivers, who are required to carry 
passengers from and to the station only, and nearly 
always go one way empty. The drivers hire their 
cabs from the Company at a stated rate per day 
which also includes the use of two horses. Cabs 
to ply to and from the stations of the Pennsylvania 
are furnished upon telephone call, in both cities, 
and in that way are becoming competitors with the 
public cabs. 


Railroad Concessions in Venezuela. 


The Venezuelan Government has made a contract 
with Messrs G. Custodio Milano, Emilio Antonio San- 
todomingo, Ramon Contasti Laveaux and Fran- 
cisco E. Rivero Saldivia to build a railroad from 
the port of Perico crossing the rivers Atures and 
Maypures to the port of Crucero, both points being 
on the right bank of the Orinoco River in the Fed- 
eral Amazon territory. The syndicate has the right 
to use either steam or electric power, and the track 
is to be 2 ft. 5 in. in width, with a minimum radius 
of curves of 30 meters (99 ft. 3 in.) and with grade 
not to exceed 3 per cent. Building is to begin 
within one year and to be completed within three 
years from the date of the contract (Feb. 5, 1898). 
The Government gives a subsidy of 20,000 bolivars 
for each kilometer (about $6,200 per mile) to be paid 
in installments corresponding to each section of 10 
km. completed. Among the privileges and ex 
emptions given to the company are the right of free 
entry of all materials used in building and equip- 
ping the line, the right of taking from the national 
forests without cost the wood and materials nec- 
essary for building, the exemption from all national 
taxes or contributions with the exception of the 
stamp act, and the right of acquiring mines and 
quarries along the line. The company also receives 
land on either side in alternating sections of 1,000 
meters (3,280 ft.) front by 500 meters in depth. Fares 
and freights are to be decided upon by the Govern- 
ment, but the company is to carry free of charge 
all mails and to convey at half rates troops, public 
employees and Government merchandise. The de- 
posit of 50,000 bolivars in gold ($9,650) is to be made 
by the company as a guaranty. 

Another contract has been made by the Govern- 
ment with Francisco E. Rivero and Hermogenes 
Rivero Saldivia of Caracas to build a line of rail- 
road from Los Teques through Facata to Cua, all 
in the Bolivar District of the state of Miranda. The 
terms of the contract, including subsidies, rights, 
privileges, exemptions, etc., are practically the same 
as under the other contract. 








LOCOMOTIVE BUILDING. 


The Schenectady Locomotive Works are building 
one engine for the New England Gas & Coke Co. 


The Baldwin Locomotive Works have received an 
order to build two locomotives for the Argentine 
Government railroads. 

The Kansas & Southeastern Railroad (see Railroad 
Construction column) is in the market for one 8- 
wheel passenger locomotive, to weigh 40 or 50 tons. 





The Baldwin Locomotive Works are building one 
American type locomotive for P. G. Mendez & Co. of 
Mexico. 

The Baldwin Locomotive Works have received an 
order to build five mogul engines for the Egyptian 
Government Railways. These are in addition to the 
15 referred to in our issue of March 25. 


The Ottawa, Arnprior & Parry Sound Railroad has 
placed an order with the Baldwin Locomotive Works 
for five compound consolidation freight engines, in 
addition to the order mentioned in our issue of March 
18, 

The Chihuahua & Pacific Railroad now being built, 
will shortly be in the market for a number of loco- 
motives. Specifications have not yet been finished. 
A. H. Paget, 80 Broadway, New York City, is Presi- 
dent. 


The order for new engines for the Delaware & Hud- 
son Canal Co., referred to in our issue of March 18, 
has been changed from two moguls to six consolida- 
tion engines. They will be built by the Dickson Lo- 
comotive Works. 


The Interoceanic Railroad of Mexico will buy ten 
new locomotives. A report in a Mexican paper states 
that G. M. Stewart, General Manager of the road, 
will visit the United States this month for the pur- 
pose of placing the order. 


The Baldwin Locomotive Works have received or- 
ders to build six consolidation engines for the Robla 
& Valmaseda Railroad of Spain and for 12 Vauclain 
compound six coupled tank locomotives, with pony 
trucks, for the Chinese Eastern Railroad (the Rus- 
sian railroad across Manchuria). 


The Lehigh Valley has ordered from the Baldwin 
Locomotive Works ten 10-wheel freight locomotives 
with 20x24 in. cylinders and 68 in. drivers, and to 
weigh about 136,000 lbs., and four Atlantic type pas- 
senger locomotives with 19x26 in. cylinders; 76 in. 
drivers, and to weigh about 142,000 lbs. All the en- 
gines will have Wooten boilers, 


In our issue of March 25 we referred to an order of 
the Chicago, Indianapolis & Louisville with the 
Brooks Locomotive Works for five consolidation 
freight engines. These will be 12-wheelers and weigh 
176,000 lbs., with 144,000 lbs. on the drivers; cylinders, 
21x26 in.; driving wheels, 54 in. diam.; boiler, im- 
proved Belpaire, with a working steam pressure of 
200 Ibs.; firebox, length 120 in., width 41% in.; tank 
capacity, 4,500 gals.; coal capacity, 9144 tons. The en- 
gines will be equipped with New York air brakes, 
Gollmar bell ringers, Monarch brakebeams, Ross- 
Meehan brake shoes, Trojan couplers, United States 
piston rod packings, Leach sanding devices, Detroit 
lubricators and French springs. 


The Brooks Locomotive Works are building one 10- 
wheel freight engine for the St. Louis, Indianapolis & 
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Eastern. It will weight 115,800,lbs., with 92,000 lbs. on 
the drivers; cylinders, 18x24 in.; driving wheels, 56 
in. diam.; boiler, Belpaire, with a working steam 
pressure of 180 Ibs.; firebox, length 96 in., width 333 
in.; tank capacity,3,700 gals.;coal capacity, seven tons. 
The engine will be equipped with American outside 
equalizing driver and Westinghouse tender and train 
brakes, Cambria steel axles, National hollow brake- 
beams, Ross-Meehan brake shoes, Gould couplers, 
United States piston and valve rod packings, Crosby 
safety valves, Nathan lubricators, Scott springs, 
Crosby steam gages and Midvale tires. 


The Richmond Locomotive Works have received an 
order from the St. Louis Southwestern for six 10- 
wheel locomotives for July delivery. The weight on 
drivers will be about 109,000 Ibs., and the total weight 
about 140,000 Ibs.; the cylinders will measure 20x26 in.: 
diameter of drivers, 61 in.; crown bar wagon top 
boilers, 180 Ibs. working steam pressure; firebox, 8 ft. 
9 in. long inside, 4114 in. wide inside. The capacity 
of the tank for water is 4,000 gals., for coal eight tons. 
Westinghouse-American outside equalized air brakes, 
Gollmar bell ringers, Smith couplers, No. 10 Ohio in- 
jectors, United States Metallic piston rod and valve 
packing, Coale safety valves, No. 9 Nathan sight feed 
lubricators, A. French Spring Co.’s springs, and cast 
steel wheel centers, frames and driving boxes will be 
used. 





CAR BUILDING. 





The St. Charles Car Co. is building 2% cars for the 
Missouri Pacific for the Central Branch Union Pa- 
cific. 

The Union Pacific has given an order to the Mis 
souri Car & Foundry Co. for 1,500 box and 500 stock 
cars. 

The Nashville, Chattanooga & St. Louis has placed 
an order with the Ohio Falls Car Mfg. Co. for three 
postal cars. 

The Central Railroad of New Jersey is preparing 
specifications for 500 new coal cars. They may 
be built of steel. 

The General Manager of the St. Joseph & Grand Is- 
land informs us that the road is not considering buy- 
ing any new freight equipment at present. 

The Kansas & Southeastern Railroad (see Rail- 
way Construction column) is in the market for one 
combination coach, fitted for passenger, mail and 
baggage. 

The Chesapeake & Ohio has placed an order with 
Pullman’s Palace Car Co. for the 750 hopper bottom 
gondola and 250 flat bottom gondola cars referred to 
in our last issue. 

- 

The Chihuahua & Pacific Railroad (see Locomotive 
Building column) will require some new freight and 
passenger equipment. The specifications have not 
yet been finished. 

The Jackson & Sharp Co. has received an order to 
build 250 cars for the Argentine Government rail- 
roads, and it is understood that the order may be 
increased to 350 or 400. 


In the annual report of the Mexican National Rail- 
road Co. for the year ending December 31, 1897, it 
is stated that arrangements are being made to buy 
some additional equipment. 


It is stated that the Interoceanic 
Mexico, will buy 1,000 new freight cars, and that 
General Manager Stewart will visit the United 
States thi month for the purpose of buying this 
equipment, 

The Pennsylvania Railroad has let the contract 
for the 1,000 steel cars of 100,000 Ibs. capacity, re- 
ferred to in our last issue, to the Schoen Pressed 
Steel Co. It is possible that this order may be 
followed by one for an additional thousand. 


The 85 coal cars which the Terre Haute Car Co. 
is building for the Terre Haute & Indianapolis Rail- 
road will be 35 ft. long, of 80,000 lbs. capacity and 
have diamond trucks, Pennsylvania Railroad stand- 
ard pressed steel bolsters, National Hollow brakebeams, 
Westinghouse qnuick-actlon brakes, Janney couplers and 
Graham draft rigging. 

In our issue of March 25 we referred to an order for 
400 cars with the Wells & French Co., for the Ohio 
Central lines. They will be gondolas of 60,000 ibs. 
capacity, tor delivery in July and August, 36 ft. 
10 in. long over framing; 9 ft. wide over side sills and 
3 ft. 3% in. high, inside, and will be equipped with 
Monarch solid brakebeams, Congdon brake shoes, 
Westinghouse air brakes, Fulton Iron & Engine 
Works’ brasses, Tower couplers, American continuous 
draft rigging, McCord journal boxes and journal box 
lids and Simplex body and truck bolsters. 


railroad, of 


The Northern Pacific has decided to build the 300 
flat cars mentioned in this column March 18, and a 
portion will be built at the company’s shops at Ta- 
coma, Wash., and the balance at the Brainard, Minn., 
shops. These cars will be 41 ft. long, 8 ft. 6 in. wide 
and 3 ft. 6% in. high, and will weigh 25,000 Ibs. and 
have a capacity of 70,000 Ibs. They will have steel 
axles, American cast steel bolsters, Barber trucks, 
cast iron wheels, Westinghouse air brakes, McCord 
journal boxes and lids, Congdon brake shoes, M. C. B. 
brasses and Northern Pacific double spring draft 
rigging. One hundred cars will have Kewanee 
brake beams and 200 Northern Pacific beams. 





G. W. Ettenger of London contemplates placing 
in the hands of a New York firm within the next 
few weeks an inquiry for electric cars. Plans have 
already been drawn, but are at present undergoing 
some changes. 


BRIDGE BUILDING. 


ALBANY, N. Y.—Senator Nussbaum’s bill passed 
the Assembly to allow a bridge to be built across 
the Mohawk above the state dam, between two 
counties, without getting the consent of the supervis- 
ors of either county. 

BLOOMINGTON, ILL.—The City Engineer has 
prepared plans for a viaduct to be built over the 
tracks of the Lake Erie & Western and the Cleve- 
land, Cincinnati, Chicago & St. Louis. 
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BOSTON, MASS.—A bill has been reported in the 
Legislature by the Committee on Metropolitan Affairs 
to require the city of Boston to rebuild the Malden 
Bridge across the Mystic River 100 ft. wide of 
stone or iron. 


BUFFALO, N. Y.—The House Committee on In- 
terstate and Foreign Commerce agreed to report 
with a favorable recommendation Representative 
Alexander’s bill giving the assent of Congress to the 
project of the company chartered by the state of 
New York to build the Grand Island bridge across 
the Niagara River to be used for railroad and gen- 
eral traffic purposes. Among those interested in this 
bridge are J. N. Adam, Charles D. Marshall, Bron- 


son C. Rumsey, George Van Vieck, Albert J. 
Wheeler, Victor M. Boughton, Robert Fulton, John 
M. Drill. 


CAMDEN, N. J.—The Bridge Committee of the 
Board of Freeholders, Dr. J. B. Davis, Chairman, 
will submit plans to the War Department in a short 
time for the proposed bridge across Cooper’s Creek. 


CHESTER, PA.—The Wilmington & Chester Elec- 
tric Railroad Co. will build a bridge over the tracks 
of the Philadelphia, Wilmington & Baltimore at 
Claymont crossing. 


CHICAGO, ILL.—The State street bridge was closed 
March 28 to street car and vehicle traffic and par- 
tially swung so that only pedestrians could cross it. 
On April 3 the bridge was entirely closed, and will 
so remain until a decision is reached as to the nec- 
essary repairs. Piles are being driven around the 
center pier by the city, and it is probable that in a 
few days pedestrians can again use the bridge which 
will be closed indefinitely to all other traffic. 

Chicago Terminal ‘Transfer will build a bridge. 
Railroad Construction column.) 


(See 


KAN.—Atchison, Topeka & Santa Fe 


EMPORIA, 
(Railroad Consiruction column.) 


will build bridges. 


LA FAYETTE, N. J.—It is reported that a bridge 
will be built over the Essex Canal at Pacific St. 
A. H. Konkle or the Citizens’ Association can prob- 
ably give information. 


MOSGROVE, PA.—The Allegheny & Western, it 
is reported, will build a bridge over the Allegheny 
at Mosgrove to be about 1,220 ft. long. 


MURPHYSBORO, ILL.—Illinois Central will build 
bridges. (Railroad Construction column.) 


PHILADELPHIA, PA.—The contract for the sub- 
structure of the new Penrose Ferry Bridge was 
awarded to the Artificial Stone Pavement & Con- 
struction Co. at $41,000. The contract for the super- 
structure, which is estimated to cost about $50,000, 
has not yet been awarded. 

SENECA FALLS, N. Y.—A bridge will be built 
over the Seneca River to cost about $15,000. 


TRENTON, N. J.—A combination steel, brick arch 
and concrete bridge will be built over Golden Run 
Creek, Trenton Junction. George .Q. Lowell, Chmn. 
Bd. Freeholders, 





MEETINGS AND ANNOUNCEMENTS. 
Dividends. 


Berkshire.—Quarterly, 1%, payable April 1. 
Boston & Providence.—Guaranteed quarterly, 2% per 


eent., April 1. 
Central of N. J.—Quarterly, 1 per cent., payable 
May 2. 


Cincinnati, Sandusky & Cleveland.—Preferred, semi- 
annual, 3% per cent., payable May 2. 

Concord & Montreal.—Quarterly, 1% per cent., pay- 
able Anpril 1. 

Cumberland Valley.—Quarterly, 2 per cent., payable 
April 1. 

Eel River.—1% per cent., payable April 6. 

European & North American.—2\% per cent., payable 
April 15. 

Georgia Railroad & 
cent., April 15. 

Maine Central.—Quarierly, 1% per 
April 1. 

New London Northern.—Quarterly, 2% per 
payable April 3. 

Norwich & Worcester.—Quarterly, 2 per cent., pay- 
able April 1. 

Old Colony.—Quarterly, 15% per cent., payable April 1. 

Pittsburgh, Ft. Wayne & Chicago.—Special guaran- 
teed, quarterly, 154 per cent., payable April 1; 
regular guaranteed quarterly, 1% per cent., pay- 
able April 5. 

Sioux City & Pacific. 
able April 1. 

Western Penn.—Three per cent., payable April 15. 


Banking.—Quarterly, 2% per 


cent., payable 


cent., 


Preferred, 3% per cent., pay- 


Technical Meetings. 


Meetings and conventions of railroad associations 
and technical societies will be held as follows: 
American Railway Association.—Galt House, Louis- 

ville, April 6. 

American Society of Civil Engineers.—Meets at the 
house of the society, 220 West Fifty-seventh 
street, New York, on the first and third Wednes- 
days in each month at 8 p. m. 

Association of Engineers of Virginia.—Holds its for- 
mal meetings on the third Wednesday of each 
month from September to May, inclusive, at 710 
Terry Building, Roanoke, at 5 p. m., 

Boston Society of Civil Engineers.—Meets at 715 Tre- 
mont Temple, Boston, on the third Wednesday in 
each month at 7.30 p. m. 

Canadian Society of Civil Engineers.—Meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every 
alternate Thursday at 8 p. m. 

Central Railway Club.—Meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, 
March, May, September and November, at 2 p. m. 

Chicago Electrical Association.—Meets at Room 7,137, 
Monadnock Building, Chicago, on the first and 
third Fridays of each month at 8 p. m. J. R. 
Cravath, secretary. 

Civil Engineers’ Club of Cleveland.—Meets in the Case 
Library Building, Cleveland, O., on the second 
Tuesday in each month at 8 p. m. Semi-monthly 


meetings are held on the fourth Tuesday of each 
month. 


Civil Engineers’ Society of St. Paul.—Meets on the 
first Monday of each month except June, Jury, 
August and September, 

Denver Society of Civil Engineers.—Meets at 3 Jacob- 
son Biock, Denver, Col., on the second Tuesday 
of each month except during July and August. 

Engineers’ Club of Cincinnati—Meets at the rooms 
of the Literary Club, 25 East Eighth street, on 
the third Thursday of each month, excepting 
July and August, at 7.30 p. m. 

Engineers’ Club of Columbus (O.).—Meets at 12% 
North High street on the first and third Satur- 
days from September to June. 

Engineers’ Club of Minneapolis.—Meets in the Public 
Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

Engineers’ Club of Philadelphia.—Meets at the house 
of the club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month at 
8 p. m., except during July and August, 

Engineers’ Club of St, Louis.—Meets in the Missouri 
Historical Society Building, corner Sixteenth 
street and Lucas place, St. Louis, on the first and 
third Wednesdays in each month. 

Engineers’ Society of Western New York.—Holds 
regular meetings on the first Monday in each 
month, except in the months of July and August, 
at the Buffalo Library Building. 

Engineers’ Society of Western Pennsylvania.—Meets 
at 410 Penn avenue, Pittsburg, Pa., on the third 
Tuesday in each month at 7.30 p. m. 

Locomotive Foreman’s Club.—Meets every second 
Tuesday in the clubroom of the Correspondence 
School of Locomotive Engineers and Firemen, 335 
Dearborn street, Chicago. 

Master Car Builders’ Association.—Saratoga Springs, 

Y., Wednesday, June 15. 

Master Mechanics’ Association.—Saratoga Springs, 
N. Y., Monday, June 20. 

Montana Society of Civil Engineers.—Meets at 
Helena, Mont., on the third Saturday in each 
month at 7.30 p. m. 

New England Railroad Club.—Meets at Pierce Hall, 
Copley Square, Boston, Mass., on the second 
Tuesday of each month. 

New York Railroad Club.—Meets at 12 West Thirty- 
first street, New York City, on the third Thursday 
in each month at 8 p. m. 

Northwest Railway Club.—Meets on the first Tuesday 
after the second Monday in each month at 8 p. m., 
the place of meeting alternating between the West 
Hotel, Minneapolis, and the Ryan Hotel, St. Paul. 

Northwestern Track and Bridge Association.—Meets 
at the St. Paul Union Station on the Friday fol- 
lowing the second Wednesday of March, June, 
September and December, at 2.30 p. m. 

St. Louis Railway Club.—Holds its regular meeting 
on the second Friday of each month at 3 p. m. 
Southern and Southwestern Railway Club.—Meets at 
the Kimball House, Atlanta, Ga., on the second 
Thursday in January, April, August and 

November. 

Technical Society of the Pacific Coast.—Meets at its 
rooms in the Academy of Sciences Building, 819 
Market street, San Francisco, Cal., on the first 
Friday in each month at 8 p. m. 

Western Foundrymen’s Association.—Meets in the 
Great Northern Hotel, Chicago, on the third 
Wednesday of each month. A. Sorge, Jr., 1,533 
Marquette Building, Chicago, is secretary. 

Western Railway Club.—Meets in Chicago on the 
third Tuesday of each month at 2 p. m. 

Western Society of Engineers.—Meets in its rooms on 
the first Wednesday of each month at 8 p. m., to 
hear reports and for the reading and discussion of 
papers. The headquarters of the society are at. 
1736-1739 Monadnock Block, Chicago. 


Chicago Electrical Association, 


A regular meeting of the Chicago Electrical As- 
sociation was held Friday evening, April 1, at room 
1737, Monadnock Block, Chicago. Mr. H. H. Cutler 
read a paper, “Motor Regulation and Protection,” 
which was discussed by Mr. F. S. Hickok. 


New England Railroad Club. 


The next annual meeting of the Club will be held 
at Pierce Hall, Copley Square, Boston, Mass., Tues- 
day evening, April 12. A paper by P. M. Hammett, 
M. M., B. & M. R. R., on “Unnecessary Labor in 
Connection with Locomotive Details’ will be read 
and discussed. 

St. Louis Railway Club. 

The next regular meeting of the St. Louis Rail- 
way Club will be held Friday, April 8, 1898, at 3 
p. m., in the parlors of the Southern Hotel. A paper 
will be presented by .C. W. Waughop, Joint Car 
Inspector, East St. Louis, Ill., entitled “Car Inspec- 
tion—Past, Present and Future.” In addition to the 
paper, the annual election of officers will take 
place. 

Western Railway Club. 

As announced in our issue of March 25, the next 
meeting of the Western Railway Club will be held 
at Purdue University. A special train over the Chi- 
cago, Indianapolis & Louisville has been arranged to 
leave the Polk Street Station, Chicago, Tuesday 
morning, April 19, just ahead of the regular 8.30 train, 
and returning it will leave La Fayette about 5 o’clock 
in the afternoon. The University authorities advise 
that the programme for the day will be so arranged 
that the members of the Club can see the scope and 
character of the work at Purdue to the best ad- 
vantage. A paper on the air resistance of model 
trains will be presented by Prof. W. F. M. Goss, but 
the discussion will be postponed until the May meet- 
ing. 

American Society of Irrigation Engineers, 


The fifth annual meeting of the American Society 
of Irrigation Engineers was held at Denver, Col., 
on Friday and Saturday, March 25 and 26. Only 
a small number of members were in attendance, 
largely owing to the fact, as evidenced in letters 
received, that there is greater activity in engineer- 
ing matters in the West than for some years pre- 
vious. Officers for the ensuing year were elected 
as follows: President, Elwood Mead, State Engineer, 
Cheyenne, Wyoming; Vice-President, Walter H. 
Graves, Engineer of Irrigation, Crow Indian Res- 
ervation, Montana; Directors: William Pearce, 
Chief Inspector on Mines, Calgary, Canada; Robert 
B. Stanton, Coronado, Cal., and Chas. L. Steven- 
son, Salt Lake City, Utah; all past presidents being 
also directors ex-officio. Capt. John S. Titcomb, 
Denver, Col., was re-elected Secretary-Treasurer. 


Texas Railway Club. 

The next semi-annual meeting of the Texas Rail- 
way Club will be held at San Antonio April 18 and 
19. In connection with the regular routine business 
of the Club, including the election of officers for the 
ensuing year, the following papers will be presented: 
“Economy in the Use of Fuel on Railways,” by Mr. 
S. R. Tuggle, S. M. P. & M., H. & T. C. Railway; 
“System of Car Inspection,’ by Mr. J. W. Hogsett, 
Chief Joint Inspector, Fort Worth Railways; ‘The 
Necessity of Harmony in the Departments of Rail- 
way Service,” by Mr. A. S. Grant, M. M., H. E. & 
W. T. Railway. 

The following discussions will be had on papers 
which iwere presented at the last meeting: “Cast 
Steel in Locomotive Construction,” by Edward F. 
Goltra, Vice-President and General Manager Ameri- 
can Steel Foundry Co.; Mr. Thomas Galligher, Presi- 
dent Shickle, Harrison & Howard Steel Co.; Mr. E. 
W. Hayes, Superintendent M. P. & M., F. W. & D. C. 
Railway; Mr. G. H. Bryant, representing Thomas 
Prossor & Son. ‘‘Malleable Iron in Car Construc- 
tion,’ Mr. E. S. Marshall, Manager Railway Depart- 
ment Missouri Malleable Iron Co.; Mr. W. E. Coffin, 
representing National Malleable Castings Co.; Mr. 
W. D. Minton, M. C. B., T. & P. Railway. “Heating 
of Car and Locomotive Journals,” Mr. M. J. Hurley, 
Waters-Pierce Oil Co.; Mr. J. A. Roosevelt, Galena 
Oil Works, Limited; Mr. James McGee, M. C. B., H. 
& T. C. Railway; Mr. P. W. Farrell, G. F. C. D., 
G. C. & S. F. Railway. ‘Economy in Car Cleaning,” 
Mr. John Doyle, M. C. B., M., K. & T. Railway of 
Texas; Mr. J. C. Ramsey, M. M., K. C., W. & G. 
Railway; Mr. Frank McGee, F. C. D., Ft. W. & D. C. 
Railway. 








PERSONAL. 





—Mr. Charles A. Van Keuren was appointed April 
4, by the Jersey City Board of Street and Water Com- 
missioners, Chief Engineer of the Engineering Bu- 
= of Jersey City, succeeding the late L. D. Fow- 
er, 

—Mr. Percival Roberts, President of the A. & P. 
Roberts Co., proprietors of the Pencoyd Iron Works, 
aied at his home in Philadelphia March 30. Mr. 
Roberts was born in Philadelphia May 2, 1830. He 
graduated from Rensselaer Polytechnic at Troy in 
1847, taking the degree of civil engineer. He then 
spent several years as an engineer on the location 
of the Pittsburgh, Fort Wayne & Chicago Railroad, 
then building. In 1852 in connection with Algernon 
Roberts—a brother of the late George B. Roberts, 
President of the Pennsylvania Railroad—he estab- 
lished the Pencoyd Iron Works under the firm name 
of A. & P. Roberts & Co. The works were orig- 
inally intended for the manufacture of anvils and 
heavy hardware. An axle forge was soon added, 
and about the year 1858 they added to the product 
of the works the building of iron bridges; being one 
of the first, if not the first, of such concerns in 
this country. They also at this time purchased of 
Squire Whipple of Albany his patents covering iron 
truss construction. 

Mr. Roberts was also connected with a number of 
coal companies in the anthracite region of Pennsyl- 
vania. He was a member of the American Institute 
of Mining Engineers. 








ELECTIONS AND APPOINTMENTS. 





Alabama Great Southern.—J. C. Moore has_ been 
appointed Auditor of Disbursements with office at 
Washington, D. C., succeeding H. I. Bettis. The 
title of W. H. Halsey has been changed from Claim 
Agent to Freight Claim Agent with office at 
Washington, D. C. 


Arkansas Southern.—The officers of this company 
are as follows: J. Brown, Camden, Ark., 
President; C. R. Neeley, St. Louis, Mo., Vice-Presi- 
dent; F. J. McLain, Auditor, with office at Junc- 
tion City, Ark. 


Atchison, Topeka & Santa Fe.—James H. Hazard, 
General Freight Agent, and George Blair, Traveling 
Passenger Agent, both with headquarters in Cin- 
cinnati, O., have resigned, and the offices have been 
abolished. 

Bradford, Bordell & Kinzue.—A. B. Campbell, here- 
tofore Acting Treasurer and Auditor, has been ap- 
pointed Treasurer and Auditor with office at 
Bradford, Pa. 


Boston & Albany.—H. B. Tindall, Foreign Freight 
Agent, with office in Boston, has resigned and has 
been succeeded by Charles Firth, heretofore agent 
at Westfield, Mass. Mr. Tindall was also agent of 
the White Line Central Transit Co. 


Canada Atlantic—M. Donaldson, Superintendent, 
has been appointed General Superintendent. J. 
Ogilvie has been appointed Superintendent of Mo- 
tive Power, and will have charge of maintenance 
of motive power, reporting to the General Super- 
intendent. C. J. Smith, heretofore General Freight 
and Passenger Agent, has been appointed General 
Traffic Manager. J. E. Walsh has been appointed 
Assistant General Passenger Agent, and W. P. Hin- 
ton has been appointed General Assistant Freight 
Agent with offices at Ottawa, Ont. 


Central Vermont.—F. S. Holbrook has been appointed 
General Agent of the Freight Department with of- 
fice at 88 Wall St., New York City. 


Chicago & Southeastern.—J. Van Pelt, Auditor and 
Assistant to General Manager H. Crawford, Jr.. 
has resigned. He has been succeeded by Robert 
Cc. McCants. W. C. Halfman has been appointed 
Master Mechanic with office at Lebanon, Ind., suc- 
ceeding J. W. Roberts. 


Chicago Junction.—The officers of this company, re- 
ferred to in the Railroad News column of this is- 
sue, are as follows: President, J. A. Spoor; Vice- 
President, James H. Ashby;Secretary, James Miles: 
Treasurer, L. J. Dudley; Auditor, C. C. Chace: 
Traffic Manager, S. S. Whitehead; General Super- 
intendent, R. Fitzgerald; Chief Engineer, C. w. 
Hotchkiss; Purchasing Agent, F. T. Croxon; Cat 
Accountant, F. B. Hill. The general office is in the 
Monadnock Building, Chicago, III. 


Chicago, Milwaukee & St. Paul.—J. H. Foster, here- 
tofore Superintendent of the Wisconsin Valley Di- 
rision, with headquarters at Babcock, Wis., has 
been appointed Superintendent of the River Di- 
vision. P. E. Eldredge has been appointed Super- 

















Pee rae 























APRIL 8, 1898. 


THE RAILROAD GAZETTE. 


265 








intendent of the Wisconsin Valley Division. R. 
M. Calkins, Division Freight and Passenger Agent 
of the Iowa & Dakota Division and Iowa & Minne- 
sota Division, with headquarters at Mason City, Ia., 
has resigned. He is succeeded by W. S. Bratt, here- 
tofore Commercial Agent at Grand Rapids, Mich. 
J. E. Williams succeeds Mr. Bratt. 


Chicago, Rock Island & Pacific.—L. B. Gorham, here- 

- tofore Traveling Freight Agent at Salt Lake City, 
Utah, has been appointed to the newly created 
office of Commercial Agent at Portland, Ore. He 
is succeeded in Salt Lake City by J. L. Yundt of 
that city. 

L. T. Canfield, Master Car Builder in charge of Chi- 
cago — has resigned. He has been succeeded by J. 
Van Dell. The resignation and appointment are ef- 
fective April 1. 


Columbus, Hocking Valley & Toledo.—John H. Win- 
der of Atlanta, Ga., and formerly General Manager 
of the Sea Board Air Line, from which position 
he resigned in 1896, has been appointed Superin- 
tendent of the coal mines of the Columbus, Hock- 
ing Valley & Toledo. 


Delaware, Lackawanna & Western.—The resigna- 
tion of B. A. Hageman, Traffic Manager, with office 
in New York, which was tended about a year 
ago, has been accepted. Mr. Hageman resigns on 
account of continued ill health. He had been in 
the company’s service since 1869. He also retires 
as a member of the Board of Managers of the 
Joint Traffic Association. 


Detroit & Lima Northern.—W. S. Allen has been 
appointed Auditor, with headquarters at Tecum- 
seh, Mich., succeeding A. L. Richmond, resigned. 


Detroit, Toledo & Milwaukee.—J. R. Megrue, Vice- 
President and General Manager, has resigned and 
the office of General Manager has been abolished. 
N. K. Elliott, Superintendent, with office at Te- 
cumseh, Mich., will have charge of the operation 
and maintenance of the property, succeeding Mr. 
Megrue. C. H. Roser, Assistant Treasurer and 
Purchasing Agent, with office at Tecumseh, has 
resigned, and C. M. Sturdevant of Sidney, O., has 
been appointed as his successor. C. A. Chambers, 
General Freight and Passenger Agent, F. C. Whip- 
ple, Assistant General Freight Agent; W. H. 
Weazell, Car Accountant; F. E. Franks, Assistant 
Freight and Ticket Agent, A. L. Richmond, Au- 
ditor, and J. W. Witmer, Master Mechanic, have 
also resigned. 


yalveston, Housion & Henderson.—Harvey Webb 
Downey, General Freight and Passenger Agent, 
with headquarters at Galveston, Tex., has resigned. 
He has been succeeded by W. F. McClure, hereto- 
fore Acting General Freight and Passenger Agent. 


Great Northern.—Louis W. Hill, son of President J. 
J. Hill, has been appointed Assistant to the Pres- 
ident, succeeding F. E. Ward, promoted. 


Gulf, Beaumont & Great Northern.—The directors of 
this company, the proposed successor to the Gulf, 
Beaumont & Kansas City, referred to in the Con- 
struction column, are as follows: N. D. Silsbee, 
Boston, Mass.; James Irvine, New York; John H. 
Kirby, Houston, Tex.; E. I. Kellie, Jasper; W. A. 
Fletcher, William Wiess, W. S. Davidson, Mark 
Wiess, W. C. Averill and Frank M, Aldridge, Beau- 
mont, Tex. The directors have elected the fol- 
lowing officers: John H. Kirby, President; W. S. 
Davidson, First Vice-President; W. W. Willson, 
Second Vice-President; W. W. Helbig, Secretary, 
and W. C. Averill, Treasurer. 


Hazelhurst & Southeastern.—L..H. Wheeler was re- 
cently elected Secretary, with office at Hazelhurst, 
Wis., succeeding A. J. Ames, resigned. 


lllinois Central.—A. Philbreck, heretofore Roadmas- 
ter at Memphis, Tenn., has been appointed Super- 
intendent of the Memphis Division with headquar- 
ters at that place, succeeding J. B. Kemp, trans- 
ferred. (April 1, p. 244.) 


International & Great Northern.—Tae office of Gen- 
eral Claim Agent has been abolished, H. B. Kane 
having resigned. Frank J. Matthews has been ap- 
pointed to the new office of Stock Claim Agent with 
headquarters at Palestine, Tex. 


Kansas & Southeastern.—The officers of this com- 
pany, referred to in the Construction column, are: 
President and Treasurer, Francis 8. Eaton; Secre- 
tary, A. N. Brown; Chief Engineer, Charles F. 
Leech, all of Kansas City, Kan. The New York 
representative is Dwight Braman, 7 Nassau street. 
(April 1, p. 245.) 


Knoxville & Bristol.—The officials of this company, 
successor io the Morristown & Cumberland Gap, 
referred to in the Railroad News column, are as 
follows: President, Adolph Segal, Philadelphia, 
Pa.; General Counsel, Thomas B. Harned, Phila- 
delphia; General Manager, H. M. Aiken, Morris- 
town, Tenn.; Auditor and Treasurer, E. H. Pouder, 
Morristown. The general offices of the company 
are at Morristown, Tenn. 


.ake Shore & Michigan Southern.—J. E. Slater, here- 
tofore Assistant Traveling Auditor, has been ap- 
pointed Chief Traveling Auditor with office at De- 
troit, Mich. F. D. Hull, Adrian, Mich.; C. H. Whit- 
more, Toledo, O., and H. Bethune, Hillsdale, Mich., 
heretofore Assistant Traveling Auditors, have been 
appointed Traveling Auditors, with headquarters 
at the same places. 


Louisville & Nashville-—R. J. Wemyss has been ap- 
pointed General Land Commissioner with office at 
Pensacola, Fla., succeeding F. B. Bonifay, pre- 
viously Acting General Land Commissioner. 


Merchants’ Despatch Transportation Co.—Harry B. 
Tindall. heretofore Foreign Freight Agent of the Bos- 
ton & Albany at Boston. has been anpointed General 
Eastern Agent of the Merchants’ Despatch Trans- 
portation Co. with office im New York. 


Mobile & Ohio.—Henry Fonde has been appointed 
Superintendent of the new division recently opened 
from Columbus, Miss., to Tuscaloosa, Ala. (Rail- 
road Construction column.) 


New York Central & Hudson River.—O. E. Jenkins, 
heretofore General Western Passenger Agent at 
Chicago of the Rome, Watertown & Ogdensburg 
Division, has resigned. W. B. Jerome, General 
Western Passenger Agent of the New York Cen- 


tral & Hudson River at Chicago, has assumed his 
duties. 

New York, New Haven & Hartford.—F. B. Smith 
has had his title changed from Master Mechanic to 
General Master Mechanic. His headquarters re- 
main at New Haven, Conn. 


North Michigan Transportation Co.—B. L. Church bas 
been appointed General Freight and Passenger Agent, 
with ae at Chicago, succeeding L. E. Burke, re- 
signed. 


North Shore Despatch.—J. Samuel Chase, Commer- 
cial Agent of the Michigan Central at Buffalo, has 
been appointed Agent of the North Shore Despaich 
with office in the same city, in addition to his pres- 
ent duties. 


Pecos Valley & Northeastern.—The officers of this 
company, successor to the Pecos Valley, referred 
to in the Construction column, are as follows: 
President, J. J. Hagerman; Vice-President, Charles 
A. Otis; Treasurer, Percy Hagerman; General Man- 
ager, E. O. Faulkner; Chief Engineer, W. S. Bal- 
lard. The principal office is at Colorado Springs, 
Colo. 


Pennsylvania Co.—W. F. Beardsley, Master Mechanic 
of the Allegheny shops, has had his jurisdiction 
extended over the Erie & Ashtabula Division, his 
headquarters remaining at Allegheny, Pa. T. A. 
Kircher has been appointed Assistant Master Me- 
chanie at the Allegheny shops. The appointments 
took effect April 1. 


Philadelphia & Reading.—E. B. Crosley, heretofore 
Resident Manager at Chicago of the Philadelphia 
& Reading Coal and Iron Co., has been appointed 
Assistant General Freight Agent of the Philadel- 
phia & Reading in charge of through traffic, with 
office at Reading Terminal, Philadelphia, succeed- 
ing F. W. Fowkes, transferred. (April 1, p. 245.) 


Pittsburgh, Bessemer & Lake Erie.—Dr. B. E. Moss- 
man of Greenville, Pa., has been appointed Sur- 
geon, with office at Piitsburgh, Pa. 


Queen & Crescent.—Edward Ford has been appointed 
Superintendent of the Alabama & Vicksburg, and 
the Vicksburg, Shreveport & Pacific, succeeding W. 
W. Bond, resigned, effective April 1. 


Rosenberg, Damon Mound & Gulf.—At a meeting of 
the directors of this company, referred to in the 
Construction column, held at Rosenberg, Tex., 
March 26, officers were elected as follows: Presi- 
dent, S. C. Brasher, Houston; First Vice-President, 
R. T. Muleahy, Rosenberg; Secretary, George B. 
Lang, Rosenberg; Treasurer, W. N. Worthington, 
Rosenberg; Attorney, Noah Allen, Galveston, 
Tex.; Chief Engineer, W. R. Stockwell of Alvin, 
'Fex: 

St. Louis & San Francisco.—C. H. Beggs, Secretary to 
Vice-President and General Manager B. F. Yoak- 
um, has been appointed Purchasing Agent in ad- 
dition to his present duties. His office will be at 
St. Louis, Mo. 

St. Louis, Avoyelles & Southwestern.—The officers of 
this company are as follows: William H. Peter- 
man and H. H. Youree, Receivers; President, Mr. 
Peterman; Auditor and Cashier, W. J. Raef, with 
offices at Marksville, La. W. E. Pearce is Gen- 
eral Freight and Passenger Agent with headquar- 
ters at Bunkie, La. (Railroad news column, March 
18, p. 210.) 


Seaboard Air Line.—F. A. Bayles has been appointed 
Soliciting Freight Agent, representing the joint in- 
terests of the railroad and steamship lines, with 
office at 371 Broadway, New York, appointment ef- 
fective April 1. 

Shelbyville & Bloomfield.—William Tayloe, Assistant 
General Passenger Agent of the Southern at Louis- 
ville, Ky., has been elected a director of the Shel- 
byville & Bloomfield. (Railroad News column, 
April 1, p. 248.) 


Southern.—W. J. Hurlbet has been appointed to the 
new office of Agent of the Land and Industrial 
Departments with headquarters at Chattanooga, 
Tenn. 


Southern Pacific.—Charles W. Bein, Traffic Manager 
of the Southern Pacific lines in Texas since 1893, 
with headquarters at Houston, Tex., has been ap- 
pointed Traffic Manager of Morgan’s Louisiana & 
Texas Railroad & Steamship Co., and the Louisi- 
ana Western Railroad in addition to bis present duties, 
succeeding the late J. G. Schriever, His headquarters 
remain in Houston. 


Staten Island.—At the annual meeting of this com- 
pany, which is controlled by the Baltimore & Ohio, 
held in New York April 5, the following directors 
were elected: J. F. Emmons, Charles H. Bass, A. 
Harrman, L. De Jonge, Jr., E. P. Goodwin, George 
F. Kreischer, James M. Fitzgerald. J. J. Winants, 
Cc. H. White, K. P. Emmons, S. H. Curry, C. F. 
Zentgraf and William King. 


Terre Haute & Indianapolis.—Thomas W. Demorest, 
heretofore foreman of the Pittsburgh, Chicago & St. 
Louis shops at Indianapolis, Ind., has been appoint- 
ed foreman of the Terre Haute & Indianapolis shops 
at Terre Haute, Ind., succeeding W. F. McKeen, Jr., 
resigned. (March 18, p. 208.) 


Tiffin & Northwestern.—Charles Watts, General Su- 
perintendent of the Pennsylvania Co. at Pitts- 
burgh, Pa., has been elected a director of the Tiffin 
& Northwestern, which is part of the Pennsylvania 
Co. 


Traders’ Despatch.—Lafayette Briggs, who was re- 
cently appointed Manager with office at Buffalo, 
N. Y., will on May 1 transfer his office from Buf- 
falo to Chicago, Ill. 


Uniou Pacific.—Dr. A. F. Jonas of Omaha. Neb., has 
been appointed Chief Surgeon, succeeding Dr. W. J. 
Galbraith. 


Wabash.—J. <A. Richardson, heretofore Canadian 
Passenger Agent, with office at Toronto, has been 
appointed District Passenger Agent with headquar- 
ters at Toronto and St. Thomas. He will have im- 
mediate supervision over passenger business orig- 
inating in Canada. 


Wisconsin & Michigan.—J. C. Fitzgerald has been ap- 
pointed General Agent of the Wisconsin & Mich- 
igan Ry., and also the Lake Michigan Car Ferry 
Transportation Co., with office in the Old Colony 
Building, Chicago, Ill. 
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ATCHISON, TOPEKA & SANTA FE.—Official 
statement is received that this company proposes to 
double-track its line from Emporia, Kas., to Sterry, 
6 miles, and from Evans through Elmdale and Clem- 
ents to Cedar Grove, about 14 miles. The contracts 
for grading between Emporia and Sterry have been 
let to W. P. Wilcox of Evans, and from Evans to 
Cedar Grove to J. D. McDonald of Pueblo, Colo., and 
the J. A. Ware Construction Co. of St. Louis, Mo. 
This work is progressing rapidly. The maximum 
grade is 0.3, which occurs only in one place and for a 
comparatively short distance. The maximum curva- 
ture is 3 degrees, and that for one curve only. On the 
balance of the line there are several curves of 1 de- 
gree each. There are five bridges or arch culverts to 
be built between Emporia and Sterry and eleven be- 
tween Evans and Cedar Grove. The bridges, outside 
of arch culverts, will be I beams and deck girders on 
masonry. Contracts for masonry have already been 
let to L. W. Lewis of Emporia. The bridges will be 
built by the company’s own forces. The line will be 
laid with 75-lb, rail, which has already been pur- 
chased and is on the ground. (March 25, p. 225.) 


BURLINGTON & MISSOURI RIVER.—Ofificial de- 
nial is received of the report that this company in- 
tends to build a line between Deadwood, S. D., and 
New Castle, Wyo. (March 25, p. 224.) 


CANADIAN YUKON RAILWAY & TRANSPOR- 
TATION CO.—The Dominion Senate, by a vote of 52 
to 14, has held up the Yukon Railway bill granting 
this company permission to build an all Canadian 
line to the Klondike. This is the line for which a 
contract was entered into with the firm of McKenzie 
? Mann of Toronto, as detailed in this column for 
Feb. 4. 


CHICAGO & NORTHWESTERN.—This company 
is reported to have closed negotiations with the Man- 
itowoce Water-works of Manitowoc, Wis., for laying 
tracks through its property, and a belt line is to 
be completed around the south side of the city with 
side tracks on the lake front. This will require about 
two miles of track. 


CHICAGO HEIGHTS TERMINAL TRANSFER.— 

This company has been incorporated in Illinois with 
a capital stock of $500,000 to build and operate a road 
from a point in the town of Bloom, Cook Co., near 
Chicago, to the various railroads and factories in that 
town. The incorporators and first Board of Directors 
are: Charles H. Walker, Francis Lackner, Lee Fox, 
Rudolph Brand and M. H. Kilgaxlen, all of Chicago, 
_ CHICAGO, ROCK ISLAND & PACIFIC. — Official 
information has been received that the connection 
has been completed and trains are operated over it 
beginning April 1. The track has been completed 
jointly by the Atchison, Topeka & Santa Fe and 
this company, and arrangements have also been made 
by which both companies are using one line of 
track between Atchison & St. Joseph, Mo. About 
three years ago the Missouri River cut out the por- 
tion of this connection which is now completed. 
(Feb. 12, p. 110.) 


CHICAGO TERMINAL TRANSFER.—The pro- 
posed extension of this company’s tracks is from 
Franklin Park, just west of the city limits of Chi- 
cago, east 6.75 miles to Mayfair within the city lim- 
its, where connection is to be made with the Chi- 
cago, Milwaukee & St. Paul and the two branches of 
the Chicago & Northwestern. Right of way has 
peen acquired, and bids for grading have been 
asked, but beyond this no work has been completed. 
All material has been bought and no extra rolling 
stock will be required. Grading is comparatively 
light. There will be only one bridge of importance, 
that over the Desplaines River, with a span of 125 
ft. (March 18, p. 208.) 


COAHUILA & ZACATECAS.—The last spike has 
been driven, according to report, on this narrow gage 
line from Saltillo, State of Coahuila, Mex., southwest 
to Concepcion de Oro, 85 miles. (Jan, 14, p. 34.) 


COLORADO & NORTHWESTERN.—This com- 
pany has decided, according to report, to begin at 
once building its proposed extension from Sunset on 
the main line southwest to Eldora. (For map show- 
ing route, see this column for March 4, p. 169.) 


COLORADO VALLEY.—Bonds for a large portion 
of this new road, according to report, have been 
sold and delivered for cash, and contract has been 
closed with Robert S. Doubleday of San Antonio, 
Tex., for building the entire road north and south. 
J. W. Germany of Henderson County has been 
given the contract for ties and bridge timbers. W. N. 
Cameron, R. S. Rowen, F. F. Rowen and J. D. 
O’Daniels of Coleman have been given the town site 
and colonization privileges along the line. Grading 
was completed a month ago from Sweetwater, Tex., 
to Oakhurst, 25 miles, and trains are running to 
Adaville 7% miles. The proposed line is from Sweet- 
waier southeast to San Antonio and Austin. Irving 
Wheatcroft of Sweetwater is Vice-President and 
General Manager. (March 11, p. 188.) 


DELAWARE, LACKAWANNA & WESTERN.— 
Nothing has yet been done with reference to the 
proposed spur at Little Falls, N. J., to the property of 
the East Jersey Water Co. The work would be a 
side track about a mile long. Very little grading 
would be required and the grade would be light. 
(March 25, p. 224.) 

DENVER & RIO GRANDE.—With reference to 
the report that this company is to extend its line 
into the interior of New Mexico, official statement 
is received that there is no intention of any ad- 
ditional construction this year in that direction. 
(March 25, p. 224.) 

ELK & HIGHLAND.—tThis company has been in- 
corporated in Pennsylvania with a capital stock of 
$102,000 to build a line in Elk County from Coon Run 
to Portland, 17 miles. D. H. Miller of Kane, Pa., is 
President. 

FLORIDA, ALABAMA & NORTHERN.—A letter 
from this company states that nothing has yet 
been done with reference to the proposed line from 
Elba, Coffee Co., Ala., southwest about 125 miles 
to Pensacola, Fla., but that surveys will probably 
be begun in May. W. B. Wright, Pensacola, Fla., 
is President. (Aug. 26, 1897, p. 611.) 


FORT WORTH & NORTHWESTERN.—Prelim- 
inary surveys are reported to have been completed on 
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this line projected to run from Fort Worth, Tex., 
northwest about 120 miles to Throckmorton, and io- 
cation will be made at once. B. B. Paddock, Mayor 
of Fort Worth, is among those interested. 

GALVESTON, LAPORTE & HOUSTON.—A con- 
tract has been entered into with the United States 
Government by this company, according to report, 
to build a spur from its round house in Galveston, 
Tex., about % of a mile to the site of the new fort 
in the Denver Re-Survey. The purpose is to fa- 
cilitate the transportation of guns and ammunitions 
of war from the city to fortifications. 


GEORGIA PINE.—This company intends to begin 
the extension north to Dawson, Ga., from Damascus. 
Application has been made in Florida for a charter 
to Tallahassee and the same has been granted to 
ihe state of Georgia in that direction. The company 
intends to make the extension in both directions but 
no work has been done so far other than that of 

veying. (March 18, p. 208.) 

GUADALUPE VALLEY.—Surveys have been com- 
pleted, according to report, for the section of this 
road north about 90 miles to Smithville, Tex., from 
Victoria, by way of Yoakum, where connection will 
be made with the Missouri, Kansas & Texas. The 
section of the road from Victoria south to Alligator 
Head on the Gulf Coast is now being built. The 
company is also running a line from Victoria east 
about 120 miles via Alvin to Galveston. Uriah Lott 
of Victoria, Tex., is President and General Man- 
ager. (March 25, p. 224.) 

GULF, BEAUMONT & GREAT NORTHERN.—This 
company has been organized in Texas with a capital 
stock of $600,000 to take over the property of the Gulf, 

jeaumont & Kansas City and to make further ex- 
tensions. The new line will extend from Sabine Pass 
on the Gulf of Mexico, north about 300 miles through 
Jeaumont, Jasper, San Augustine Center, Carthage, 
Marshall and Jefferson to Paris, a point on the Texas 
& Pacific. Of this the old Gulf, Beaumont & Kan- 
sas City extends from Beaumont to Kirbyville, 51.82 
miles. It is also understood that the new com- 
pany will take possession of the Jasper Southern, 
which has been graded by the people of Jasper from 
Kirbyville north to Jasper. Another branch is pro- 


posed from Jasper northwest about 250 miles 
through Lufkin, Palestine, Corsiana and Dallas to 
Fort Worth. The officers and directors are given 


under Elections and Appointments, 

ILLINOIS CENTRAL.—Grading has been com- 
pleted and track laid on the entire extension of the 
Chicago & Texas line of this company from McClure, 
lli., south to Gray’s point on the east bank of the 
Mississippi. Ballasting has not yet been done and no 
regular train service established. (Feb. 18, p. 130.) 

This company intends to improve its line between 
Fulton, Tenn., and Memphis during the coming sea- 
son and the Board of Directors has appropriated the 
sum of $1,200,000 for the purpose of reducing grades 
and changing the line. Contracts for part of the work 
have already been let and operation and the improve- 
ments have been begun. 

{n Murphysboro, Ill., an extension of two miles will 
be built to connect the tracks of the old Cairo Short 
Line with the Chicago & Texas line of this company. 
The contract for grading has been let to McArthur 
Bros., and for masonry to J. R. Fulton & Co. of Chi- 
Work has not yet been begun. The grading is 


cago. 
quite heavy and there will be three bridges over 
streets, each about 40 ft. long, and one over the 


Muddy River 320 ft. in length. 

The citizens of Dyersburg, Tenn., are reported to 
have raised the amount asked for by the railroad 
company to assist in extending the line from Dyers- 
burg north about 5 miles to the Obion River into tim- 
ber lands. HITE 


KANSAS & SOUTHEASTERN.—Official statement 
is received that about 7 miles has been graded on 
this line from Hunnewell, Kas., on the Atchison, To- 
peka & Santa Fe, southeast via Braman, Okla. Ter., 
6 miles, to Kay Center, 11 miles, making a total of 17 
miles. Forty teams and two grading machines are 
at work. The work is light, the maximum grade being 
1 per cent., and the maximum curve 4 degrees. There 
are no bridges or trestles of importance. The of- 
ficers are given under Elections and Appointments. 


KANSAS CITY, ELDORADO & SOUTHERN.—At 
a meeting of the stockholders held at Rich Hill, Mo., 
March 31, the directors were authorized to dispose of 
gold bonds to the amount of $450,000 necessary for 
building and equipping the proposed line from Rich 
Hill, Mo., a point on the Kansas City, Fort Scott & 
Memphis, northwest 40 miles to Eldorado Springs. 


According to revort, a large force of men is now 
building the road, 
KANSAS CITY, FORT SCOTT & MEMPHIS.— 


This company will lay about 30 miles of 75-lb. rails 
east of Springfield, Mo. About 3% miles of this is 
just east of Turner and the balance between Hardy 
and Black Rock, Ark. 

KANSAS CITY, PITTSBURGH & GULF.—Official 
statement is received that grading, which was com- 
menced in January, was completed early in March 
on the Fort Smith branch, which begins at Oak 
Lodge, on the main line, about four miles south of 
the Arkansas River in Indian Territory, and runs 
northeast 16 miles to Fort Smith, Ark. Bernard 
Corrigan of Kansas City, Mo., is the principal con- 
tractor. The Poteau River is crossed about one mile 
south of Fort Smith by 200 ft. through truss spans 
flanked on either end by a 50-ft. deck plate girder 
with 1,300 ft. of pile approach on the west side of 
The substructure is now completed, con- 


the river. 
sisting of two concrete piers for the 200 ft. span, 
5 ft. 6 in. x 22 ft. 6 in. at the base, batter 1 in 12, 


height under coping 88 and 43 ft. The ends of the 
nO ft. girders rest on pile piers of two bents each, 
Track laying has been be- 


five piles to each bent. 
gun and will be finished this month. (March 4, 
p. 170.) 


VALLEY.—The Seneca County exten- 


LEHIGH ; . 
from Geneva Junction, N. Y., east 


this road 


sion of 


to Seneca Falls, eight miles, is practically com- 
pleted. (Feb. 25, p. 148.) 
MEMPHIS & SUNFLOWER RIVER.—The Gov- 


ernor of Mississippi has issued a proclamation for the 
organization of this company to build a line from In- 
a point on the Southern in Suntlower Coun- 
tv. north through Dockery to the northern boundary 
of the county, with another line from Dockery west 
through Boyle to the Mississippi River. This includes 
& Sunflower River, which 


dianola, 


the ownership of the Boyle 
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was completed from Dockery to Boyie in 1895 and ex- 
tended west 9 miles from Boyle last year. Among 
those interested are: A. T. Averill, W. H. Durin, 
George T. Hedges, C. M. Averill and H. T. Hedges, 
all of Cedar Rapids, Ia. 

MISCELLANEOUS COMPANIES.—The Washing- 
ton Improvement & Midland Development Co. of 
Spokane was incorporated in Washington state 
March 8, with a capital stock of $500,000 to deal in 
mining properties, development and sale of water 
and water power, operate telephone and telegraph 
lines and steamboats and to build and operate rail- 
roads. W. E. Pierce and A. A. Newberry of Spo- 
kane and L. E. Marsh of San Francisco, Cal., are 
among the incorporators. The principal place of 
business is Spokane. The company proposes to do 
business in Washington, Idaho, Oregon and British 
Columbia. A bill is before Congress to grant right 
of way for a railroad for this corporation across 
the Colville Indian Reservation. 

The W. P. Chapman Co. was incorporated in Vir- 
ginia March 31 to build, equip and improve railroads, 
bridges, tunnels, depots, section houses and struct- 
ures used by railroads. The officers are: President, 
W. P. Chapman of New York; Treasurer, O. E. 
Phelps of Aiabama, and Secretary, E. W. Jackson of 
Chicago. These, with T. Mahoney and William Henry 
Mann, are the Directors. This company has obtained 
the contract for building the Richmond, Petersburg 
& Carolina. ; 

MISSOURI & IOWA SOUTHERN.—Building has 
not yet been begun on this road except to break 
ground, make surveys, estimates, etc., and to ac- 
quire the right of way. The proposed line is to 
extend from Sedalia, Mo., north 50 miles to Miami 
on the Missouri River. J. E. House of Sedalia, Mo., 
is Chief Engineer. (Oct. 29, 1897, p. 775.) : 


MOBILE & OHI10O.—The section of this road from 
Columbus, Miss., southeast to Tuscaloosa, Ala., 90 
miles, was opened for traffic March 31 and work is 
being rapidly pushed forward on the extension to 
Montgomery, Ala. (Feb. 25, p. 148.) 


NEW ORLEANS & NORTHWESTERN.—Applica- 
tion has been made by this company to the New 
Orleans City Council for a franchise to connect its 
tracks with those of the Yazoo & Mississippi Val- 
ley on Broadway, requiring about one mile of track. 


NORTHERN PACIFIC.—Wren & Greenough are 
reported to have obtained a contract for general 
irack and road bed repair work from Cheney, Wash., 
southwest to North Yakima. No sub-contracts will 
be let. The improvement consists of embankments, 
ditching, ballasting and re-laying 50 miles of track 
between Cheney and Pasco. The new rails will be 
72-lb. to replace 56-lb. rails. In many places grades 
are to be improved. 

OREGON RAILROAD & NAVIGATION CO.—Of- 
ficial statement is received that this company has 
reduced the curvature in its lines between Cascade 
Locks and The Dalies over 1,000 degrees within the 
past few months and has just closed a contract for 
work equally great to be completed by July 1. The 
company will re-lay at least 68 miles of new rails be- 
fore that date, has ballasted 65 miles of track and 
will expend in improvements and betterments over 
$500,000, as against $159,000 the previous year, all of 
which will be charged into operating expenses. 


PECOS VALLEY.—Official information is re- 
ceived that the reorganized company, to be known as 
the Pecos Valley & Northeastern, will own the pres- 
ent line from Pecos City, Tex., north to Roswell, 
N. M., and also the proposed extension from Roswell 
to Amarillo, Tex. This extension will cross the Pe- 
cos River about 15 miles north of Roswell and will 
pass through the town of Canyon City, terminating 
at Amarillo, where connection will be formed witk 
the Atchison, Topeka & Santa Fe and with the Fort 
Worth & Denver City. Location is practically com- 
pleted, and it is expected that contracts for building 
will be let in two weeks. The character of the 
work is very easy, the maximum grades being 1 per 
cent. and maximum curves 8 deg. At the crossing 
of the Pecos River and of the Palo Duro Canyon 
some heavy embankments will be necessary, but in 
general light embankments will rule, as the coun- 
try through which the survey passes is mostly flat 
prairie. There will be no iron nor steel bridges. 
Trestles about 600 ft. long will be required at the 
Palo Duro and Pecos River crossings. The road 
will be laid with 56-Ib. rails, about 20,000 tons being 
required. 'These have already been contracted for 
as well as ties and other track material. The amount 
of rolling stock to be purchased has not yet been 
determined upon. The officers are given under Elec- 
tions and Appointments. (April 1, p. 246.) 


PHILADELPHIA & READING.—This company is 
pushing track improvements on the mountain grades 
between Hunter’s Run, Pa., and Zion’s Church on the 
Gettysburg & Harrisburg branch. Eighty-pound rails 
are being used to replace the lighter rails. The com- 
pany is also building an 800-ft. siding at Mt. Holly, 

a. 

PLANTERS’ TERMINAL.—Application has been 
made for a charter in Texas by this company to build 
a line in Grayson County from Sherman, a point on 
the Missouri, Kansas & Texas, south 16 miles to Van 
Alstyne. The promotors are residents of Grayson 
County. 

PRESCOTT & EASTERN.—Grading is reported to 
have been begun on this line from a point near 
Prescott, Ariz., on the Santa Fe, Prescott & Phoe- 
nix, south 26.4 miles to Mayers. F. M. Murphy of 
Prescott is President. (Feb. 18, p. 130.) 


ROSENBERG, DAMON MOUND & GULF.—At a 
meeting of the directors held at Rosenberg, Tex.. 
March 26. it was determined to begin preliminary 
surveys at once. The proposed road is from Rosen- 
berg south about 20 miles to Damon Mound, Brazoria 
Co. It is stated that active building will begin 
about July 1. The company was incorporated in 
Texas. March 12. The officers are given under Elec- 
tions and Appointments. (March 18, p. 208.) 


SOUTHERN.—Official confirmation is received that 
this company is surveying a line from Stevenson, 
Ala.. northeast to Chattanooga, Tenn. This is to 
form a part of the company’s study of the question. 
but no plans have been decided upon. (Apr. 1, p. 246.) 


SOUTHERN PACTFIC.—Official statement is re- 
ceived that the spur track of the Austin & North- 
western line of this road. on the main line two miles 
west of Fairland, to Sandstone Mountain, Tex., a dis- 


tance of 14% miles, has been completed, and the 
quarry is in operation. (Feb. 11, p. 110.) 


SPOKANE FALLS & NORTHERN.—The Domin- 
ion Parliament has granted the charter for the ex- 
tension of this road down the Kettle River from 
Greenwood City to the international boundary. (Mar. 
25, p. 224.) 


TERMINAL RAILWAY OF BUFFALO.—Grading 
has been completed on the entire 10% miles of this 
read which is to connect the Lake Shore & Michi- 
gan Southern at Blasdell, N. Y., with the New York 
Central & Hudson River at Depew. Track has been 
laid but no ballasting done. The remaining work 
is filling in at the two ends of the line. The steel 
bridges are progressing rapidly. Altogether there 
are about 500 men and three steam shovels at work. 
The Pennsylvania Steel Co. and the Elmira Bridge 
Co. have contracts for the railroad bridges, and the 
Buffalo Bridge & Iron Co. has completed the road 
bridges. (July 9, 1897, p. 499.) 

VALASCO TERMINAL.—An extension of this line, 
according to report, is to be made from Velasco, 
Tex., southeast 44% miles to Surfside, on the Gulf of 
Mexico. 











Electric Railroad Construction. 





ALLENTOWN, PA.—Press reports state that the 
franchises of the Allentown & Reading Electric Rail- 
way for building a trolley line from Allentown to 
Kutztown have been disposed of by Col. S. D. Lehr 
to another company, which will apply for a charter. 
Some rights of way still remain to be secured. Col. 
Lehr recently wrote the Railroad Gazette that he 
had this franchise for sale, saying that it included 
1% miles already built within the city limits of Allen- 
town and some material for further construction. 
The proposed route covers about 21 miles. 


ATLANTA, GA.—Press reports state that the Col- 
lins Park & Belt Railroad will build an extension 
to Marietta, Cobb County, about 19 miles. 

The Atlanta Consolidated Street Railway Co. will 
build about three or four miles of additional track 
this year. 

BRIDGEPORT, CONN.—The Bridgeport Traction 
Co. has commenced work on the Southport-Westport 
extension of four miles. It will be completed by 
June 15. (Feb. 18, ’98, p. 131.) 


CHICAGO, ILL.—The City Council has granted a 
franchise to the Calumet Electric Street Ry. for 
the extension of the road from Sixty-third to Sixty- 
fourth Sts. on Stony Island Ave. Although the ex- 
tension will be only one block, it will bring the 
Calumet road to the station of the South Side Ele- 
vated, and the surface cars will turn on a loop con- 
structed on private property. 

On March 30 Judge Brentano issued an injunction 
on application of Montgomery Ward & Co. restrain- 
ing the Chicago City Railway from erecting an over- 
head trolley system on Michigan Ave. between Mad- 
ison and Randolph Sts., and east of property owned 
by complainants. The injunction demanded was 
based on a decision of the Supreme Court of Nov. 
8, 1897, which declared that Michigan Ave. and the 
Lake Front Park between Madison and Randolph 
Sts. had been dedicated to park purposes and were 
held in trust by the city of Chicago only for such 
purposes. Complainants aver that the court also 
held that any owner of property abutting on Michi- 
gan Ave. should have the right to enjoin threatened 
encroachments. This injunction will interfere with 
the temporary trolley line for which the Chicago 
City Railway had received a permit. (April 1, p. 
246.) 

CUMBERLAND, MD.—The Cumberland Electric 
Railway Co. will make extensions of four miles. 


MEMPHIS, TENN.—The Memphis Street Railway 
Co. is building an extension to Montgomery Park, a 
distance of five miles. 


EAST WINDSOR, CONN.—Concerning the East 
Windsor Electric Railroad Co., in which Mr. C. E. 
Woodward of Warehouse Point is interested, we are 
informed that the proposed trolley road is for only 
4144 miles to fill the gap to the continuous road be- 
tween Hartford, Conn., and Springfield, Mass., on 
the east side of the Connecticut, and that the road 
will probably be absorbed and built by the Hartford 
Street Railway Co. 


JOLIET, ILL.—Articles of incorporation were filed 
with the Secretary of State on March 30 by the Joliet 
Railroad Co., capital $600,000. The company is to 
construct and operate electric street railroad lines 
in Joliet and other towns, with authority to sell 
power, light and heat for manufacturing and other 
purposes. The incorporators are C. C. Rush, of Jol- 
jet, W. H. Heun and A. P. Bischmann. The Joliet 
Railroad Co. has been known as the Joliet Railway 
Co., the name being changed by the new incorpora- 
tion. The road has already 17.5 miles of track and 
26 motor cars. and will build five miles of new track 
this spring. W. B. McKinley is Secretary and Gen- 
eral Manager. and C. C. Rush, Superintendent and 
Purchasing Agent. 

LAPORTE, IND.—Concerning the projected elec- 
tric railroad to be built from Laporte to Michigan 
City, 13 miles, we are informed that the company 
is not yet completed, but Mr. J. W. Lovett wil! 
probably be President and Mr. W. W. Huffman 
Secretary and Manager, both of Anderson, Ind. N» 
eentracts have yet been let. 


MONONGAHELA CITY, PA.—The Monongahei? 
City Street Railway Co. contemplates extending il= 
tracks south to Black Diamond and north to Court 
ney. 

NEW BEDFORD, MASS.—The New Bedford, Mid: 
dleboro & Brockton Street Railway Co. was grante’ 
a franchise in the towns of Middleboro, Bridgewate! 
Lakeville and Freetown. (Feb. 18, p. 131.) 


NEWARK, N. J.—President E. F. C. Young of th: 
Consolidated Traction Co. is reported to have sal 
that the first work of the North Jersey Traction Co. 
which recently leased the lines of the Consolidate: 
Co., will be to push the proposed extensions in the 
western part of Essex County and especially to de 
velop the eastern part of Newark. 


NEW VORK. N. Y.—The Second Ave. cars of th: 
Metrovolitan Traction Co. commenced running by 
conduit electric conductors April 3 from 129th S' 
to Stuyvesant Pl., thence to Fourth Ave., Bower) 
and Center St. to City Hall. 
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PORTSMOUTH, N. H.—Negotiations have been 
concluded providing for a transfer of the charter and 
stock of the Portsmouth Street Railroad Co. to the 
Portsmouth & Dover Railroad Co., a branch of the 
Boston & Maine. The Portsmouth & Dover will now 
proceed to build the projected electric street line 
in Portsmouth and as far as Rye, the other company 
retiring from the field. It is also understood that 
the Boston & Maine will electrify the steam rail- 
road from Portsmouth to Dover, a distance of 10 
miles. dou 

QUINCY, MASS.—The Quincy & Boston Street 
Railway Co. has applied to the city government of 
Boston for the right to extend its tracks along Ne- 
ponset Ave. A hearing will be given April 18. 

TIFFIN, O.—The Tiffin, Fostoria & Eastern Elec- 
tric Railway Co. has now in operation 6% miles of 
its road. The company is in the market for the 
material for overhead and track work 7% miles more, 
which it is intended to have in operation this year. 


WHITEHALL, N. Y.—A company is being formed 
to build an electric railroad to connect Whitehall 
and Granville. Mr. H. G. Burleigh is said to be 
interested. 


GENERAL RAILROAD NEWS. 











Railroad Earnings. 
Showing the gross and net earnings for the periods 
ending at the dates named: 











February 28: 1898. 1897. Ine. or Dec. 
Buffalo, Rochester & Pittsburgh. 
t MOVER... 2.26.5. . Gross $258,858 = $235,731 I. $23,127 
1 ciate ae Net 91,966 81,830 I. 10,136 
Denver & Rio Grande. 
1 month Gross $366,716 $435,953 TI. $180,763 
1 gs P «se see 219.082 166,500 E. 52,582 
§ MONCHS. 05606006 Gross 5,686,811 4,690,517 E 996,294 
Ss or. a haennenee Net 2,244,989 1,877,168 ¥: 367,821 
Fitchburg. 
F MOOR icicceccss Gross $520,726 $482,906 i * $37,820 
Kansas City, Fort Scott & Memphis. 
ft MONG cciccuess Gross $423,696 $391,431 Zr. $32,265 
1 CE aacssa choke eres Net 143,383 142,645 I 738 
STROVE, si6:5.<,5 65:06 Gross 3,471,320 = 3,094,548 I. 376,772 
8 ec imaaeeene Net 1,085,352 1,012,092 I 73,269 
Lehigh Valley. 
P MROMGIG cicxex secs Gross $1,421,806 $1,301,671 I. $120,185 
l Seb aeNc nate Net 351,834 33,640 1? 118,194 
S Menthe. sss cca Gross 4,304,657 4,157.331 i; 147,326 
3 SO)” setbarsrcreintes Net 1,116,994 794,558 Re 322,436 
Louisville & Nashville. 
f PORE. 6.05.505:25:..2 Gross $1,754,984 $1,567,827 XE. $187,157 
1 id) BP AAS Net 550,699 525,545 a 25,154 
SMoOnths. .5c<5:30% Gross 14,636,482 13,763,261 ke 873,221 
8 Mee ee cron mclaisl ee Net 4,988,990 4,550,582 I. 438,408 
Mexican Central. 
LE HORT .05 ccc: Gross $1,052,097 $1,007,224 13 $44,873 
1 Sent vehurratanbecsrn’ Net 248,791 332,398 D. 83,607 
D MOMS. cx. c2cces Gross 2,139,119 2,081,126 ~—siI. 57,993 
2 EE Net 528,079 709,909 D. 181,830 
New York, Ontario & Western. 
E MORE. <525ic ae0- Gross $258,945 $258,284 Z $711 
1 OP canine Net 57,773 61,604 i 33 3,831 
§ Months... .. 6.00 Gross 2,729,313 2,641,808 L 87,405 
§  Bucace utes Net 833,683 800,428 I. 33,205 
Norfolk & Western. 
ESTO GI ies cise ceisce Gross $876,368 = $759,493. $116,875 
1 BeOS ers factors Net 241,796 178,085 k 38,761 
S months... 1.6... Gross 7,564,272 7,059,186 I. 505,086 
Ss Se Rohigioness Net 2,408,613 1,707,090 pi 701,523 
Pennsylvania. 
L MONS. .cccdeces Gross $4,829,534 $4,486,234 5. $343,300 
1 SOTO. tet ate sents Net 1,359,101 1,293,401 5, 65,700 
2 months...... .. Gross 9,918,705 9,241,905 I. 676,800 
2 = Ey Net 2,512,098 2,419,698 I. 12,400 
Pennsylvania Company. 
} DROME icccciucne Geese kinwas ) 3 $337 ,000 
Be.” deeeneae a. amenas | 3 40,7 
2 MONIES. 2 osi< ces eases saccans L 871,700 
2 Oe tetas EMRE) A oz cowd Bidens I. 119,500 
Philadelphia, Wilmington & Baltimore. 
L MoOnthe..caccss cs CEOSEn . osecan eeeses k $58,600 
I a rte arts 1. Cee ee 5. 29,300 
t MOREDS. cect cn. GEOR | acne © tyeckes he 272,300 
Fas eer nelnaes ING@te 1) Gerad: OP «dees I. 99,500 
Wabash. 
Ls ea Gross $952,812 $862,859 i. $89,953 
1 Stren y cemaiouece Net 264,054 273,613 Ds 9,559 
Ce Gross 8,708,087 = 7,831,975 I 876,062 
Ss SD beouy eases Net 2,700,369 2,370,940 I 329,429 


BALTIMORE & OHIO.—J. P. Morgan & Co. of New 
York announce that, in view of the default in in- 
terest on the 6 per cent. Parkersburg gold bonds 
due April 1, 1919, all holders of such bonds are no- 
tified to deposit the same with them for protection 
under a bondholders’ agreement, and transferable 
receipts will be issued for the same. (April 1, p. 
247.) The reorganization bill has passed both houses 
of the Maryland Legislature. (March 11, p. 187.) 


CHICAGO & NORTHWESTERN.—Holders of sink- 
ing fund bonds of 1879 are notified that 18 of the 
5 per cent. and nine of the 6 per cent. bonds have 
been drawn for payment at 105 and accrued inter- 
est, and they are requested to deposit the same 
with the Farmers’ Loan & Trust Co., New York. 
Interest ceased Feb. 1. (Jan. 7, p. 17.) 


CHICAGO GREAT WESTERN.—A special meeting 
of the stockholders will be held June 1 at Chicago 
for the purpose of voting on the proposition to 
fund its indebtedness, including the proposition to 
complete and improve its line of railroad. It is 
proposed to increase the 4 per cent. debenture stock 
from $15,000,000 to $30,000,000. The object of the 
meeting is to meet the requirement of the Illinois 
law in carrying out the plan approved by the Lon- 
don meeting of the debenture and preferred A 
stockholders to increase the legal limit of the de- 
benture bonds. The vote at the annual meeting of 
the stockholders Jan. 12 for this increase was simply 
a preliminary legal requirement to create a reserve 
of debenture stock for the purpose of redeeming 
any or all of the liabilities of the company, which 
are a charge prior to the 4 per cent. debenture 
stock, and for the purpose of making improvements 
to the property of the company. If the purpose is 
carried out the result will be a saving of about 
$75,000 per year interest. None of the new debenture 
Stock can be issued except by further consent of 
the Finance Committee. (Feb. 4, p. 89.) 


LEHIGH VALLEY.—Holders 


CHICAGO JUNCTION.—This new company began 


operation April 1. It is the consolidation of a num- 
ber of railroad companies in the vicinity of Chi- 
cago, shown in the circular issued by the company 
as follows: 

To Connecting Lines: The railroad system of the 
Union Stock Yard & Transit Co., heretofore known as 
the “transit department’”’ of that company, has been 
leased to the Chicago & Indiana State Line Railway 
Co., and a consolidation has been had between the 
Chicago & Indiana State Line Railway Co. and the 
Chicago, Hammond & Western Railroad Co., under the 
name of Chicago Junction Railway Co. This company, 
therefore, now controls and operates the tracks and 
other railroad property heretofore known as Union 
Stock Yard & Transit Co. (transit department), Chi- 
cago & Indiana State Line Railway Co., Chicago, 
Hammond & Western Railroad Co, On all business 
prior to April 1 remittances should be made to and 
all bills rendered against the companies indicated as 
owners prior to the consolidation, and upon business 
April 1 and thereafter all remittances and_ reports 
should be made to and bills rendered against the Chi- 
cago Junction Railway Cce., and through the officers as 
indicated. 

The officers are given under Elections and Ap- 
pointments. (Feb. 11, p. 111.) 


CHICAGO, ROCK ISLAND & PACIFIC.—This com- 


pany notifies the holders of its extension and col- 
lateral 5 per cent. bonds of 1884, that it will redeem 
the entire issue at 105 and interest at the office of 
the Central Trust Co., New York, on and after 
April 30, interest ceasing after that date. This is 
in accordance with the refunding plan heretofore 
described. (Feb. 18, p. 131; Feb. 25, p. 150.) 


COLORADO MIDLAND.—Holders of certificates of 
deposit of the Central Trust Co. of New York for 6 
per cent. first mortgage and 4 per cent. consolidated 
mortgage bonds are notified that on and after April 
6 these may be exchanged for new securities under 
the plan of reorganization. Holders of Aspen Short 
Line bonds are requested to surrender these bonds 
to the Central Trust Co. with all unpaid coupons 
attached on and after April 6, and to receive in ex- 
change $1,000 Colorado Midland 4 per cent. first 
mortgage 50-year gold bonds and $500 4 per cent. 
non-accumulative preferred stock floating trust 
certificates for each bond. (Dec. 24, 1897, p. 919.) 


FORT PLAIN & RICHFIELD SPRINGS.—In the 
ease of Richard B. Wick to foreclose mechanic’s 
lien for $1,500 on this company, the appellate di- 
vision of the Supreme Court at Rochester, N. Y., 
has decided in favor of the plaintiff. This property 
was advertised for sale at Herkimer, N. Y., Dec. 7, 
1897, by J. A. Steele, the referee, but the sale was 
postponed after the company had given a bond. 
It is stated that the entire road from Richfield 
Springs to Fort Plain, 22 miles, is graded and 
bridge abutments built, but no rails have been 
laid. (Dec. 24, 1897, p. 807.) 


HOUSATONIC.—A certificate was filed with the 
Connecticut Secretary of State March 29, whereby 
this road becomes an integral part of the New 
York, New Haven & Hartford. It has been ope- 
rated by that road since July 1, 1892, under a lease 
for 99 years, the lessee assuming all obligations 
on account of interest, rentals, etc., and guarantee- 
ing dividends of 1 per cent. per annum on preferred 
stock. All the stock of the company except one 
small block was acquired by the New York, New 
Haven & Hartford several years ago, and recently 
this last block was sold, making the New York, 
New Haven & Hartford entire owner. This road 
extends from Bridgeport, Conn., to the Massachu- 
setts State line, 74.97 miles, with branches from 
Brookfield Junction to Danbury, 5.36 miles, and 
from Botsford to Huntington, 9.79 miles, making a 
total of 90.12 miles. It was chartered in May, 1836, 
and completed Dec. 1, 1842. It has $23,000 common 
stock and $2,875,800 preferred stock, with a funded 
debt of $3,000,000. Common stock is exchangeable 
for preferred stock at the rate of one share of pre- 
ferred for one and a half of common. 


KANSAS PACIFIC.—At midnight, March 31, this 


road passed from the hands of the receivers to 
President Burt of the Union Pacific, representing 
the Reorganization Committee. The road was sold 
to the reorganization committee Feb. 16. 


KNOXVILLE & BRISTOL.—This company, incor- 


porated in Tennessee, March 15, has succeeded to 
the property of the Morristown & Cumberland Gap, 
which was sold Feb. 19 to Adolph Segal, of Phila- 
delphia, Pa. The line extends from Morristown, 
Tenn., to Corryton (40 miles), and the charter 
permits an extension to Bristol on the northern 
border of the state. The new officers of the com- 
pany are given under Elections and Appointments. 
(March 18, p. 208.) 


of first mortgage 
bonds maturing June 1 ($5,000,000 outstanding) are 
notified that Drexel & Co., Philadelphia, Pa., will 
purchase the same at par on June 1. This house 
has made agreements with the railroad company 
to extend the bonds purchased for a period of 50 
years, with interest at 4 per cent. per annum, paya- 
ble June 1 and Dec. 1 of each year. 


MEXICAN NATIONAL.—Holders of first-mortgage 


6 per cent. 40-year bonds are notified that 106 of 
these for $1,000 each have been drawn for payment 
at the office of Matheson & Co., London, at par 
June 1. 


NASHVILLE, FLORENCE & SHEFFIELD.—The 


Louisville & Nashville has sued this company for 
$746,315, due by promissory note made Nov. 26, 1896, 
and payable one year from date. The debt is for 
operating expenses of the Nashville, Florence & 
Sheffield, of whose stock the Louisville & Nash- 
ville owns a majority, and guarantees the prin- 
cipal and interest on the bonds by indorsement. 
The line extends from Columbia, Tenn., to Sheffield, 
Ala., 82.18 miles; from Iron City, Tenn., to Pink- 
ney, 11.78 miles; from Summertown to Napier, 10.92 
miles, with a lease of the Sheffield & Tuscumbia 
River from Sheffield to Tuscumbia, Ala., 2.67 miles, 
making a total of 107.5 miles. 


NEW YORK, PHILADELPHIA & NORFOLK.— 


Overdue coupons of the first lien 6 per cent. gold 
bonds of this company to the amount of $1,005,333 
are held by the Pennsylvania Railroad and by the 
Philadelphia, Wilmington & Baltimore, its subor- 
dinate line, the same having been purchased by 
these companies under the terms of the traffic 
contract dated Sept. 26, 1883, and a formal demand 
for the payment of these bonds has been made. 
Since the New York, Philadelphia & Norfolk will] 


TOLEDO, ST. 


not be able to meet this payment, a reorganiza- 
tion of the finances is necessitated, and Rudolph 
Ellis, Henry W. Biddle and John Lloyd are named 
the Reorganization Committee. The plan contem- 
plates a foreclosure and provides for the reduction 
of interest on first mortgage bonds and for an as- 
sessment of the income bonds, with reduction of 
the interest thereon, and also for an assessment 
upon the stock. No person interested will be al- 
lowed to participate in the agreement unless his 
holdings are deposited on or before May 14, and 
stockholders and holders of income bonds must 
also deposit the assessments on the same before 
that date. The plan of reorganization is as fol- 
lows: 


It is intended that under the foreclosure sale, which, 
unavoidably, will take place, the properties shall be 
purchased by the Reorganization Committee, who will 
thereupon organize a new company under the laws of 
Maryland, or of Virginia, or of both, which shall have 
an authorized capital of 40,000 shares, of the par value 
of $50 each. To the extent of $1,714,375 the new stock is 
to be exchanged for the present stock, upon payment 
of an assessment of 15 per cent. The balance is to be 
retained for future use. 

A new first mortgage to cover all the property of 
the company, including the wharves and other ter- 
minals at Norfolk, and the floating equipment, is to 
be created which shall secure 3,000 4 per cent. forty- 
year gold bonds of the denomination of $1,000. These 
bonds, to the extent of $2,500,000, will be issued after 
the formation of the new company. 

The holders of the present 6 per cent. first lien 
bonds are to receive a like amount of these new 4 
per cent. bonds with 10 per cent. additional in said 
first mortgage 4s, or in scrip convertible into said 
bonds, as a bonus. Interest is to be paid on the pres- 
ent 6 per cent. first lien bonds after July 1, 1898, at the 
reduced rate, until the time when it shall commence 
to run on the new 4s. 

A second mortgage, covering the same property as 
that intended to be included in the first mortgage, 
shall be created, which shall secure 10,000 4 per cent. 
non-cumulative income bonds of the denomination of 
$1,000 each. 

To secure the success of the reorganization it is pro- 
posed to form an underwriting syndicate which will 
undertake: 

First—To take all non-assenting stock and income 
bonds and to pay the assessments thereon; and to 
take at par all first mortgage 4 per cent. bonds not 
exchanged for the present first mortgage 6 per cent. 
bonds, receiving the 10 per cent. allowance in case 
of such taking. 

Second—To advance the money required for the Nor- 
folk Terminals and the new steamboat, receiving 5 
per cent. interest on such advances. 

Third—To purchase at par and accrued interest all 
first mortgage bonds which may be offered for sale 
pending the carrying out of the reorganization. 

This line extends from Delmar, Del., to Cape 
Charles, Va., 95 miles, with a branch from King’s 
Creek, Md., to Crisfield, 17 miles, making a total of 
112 miles. The company also operates 36 miles of 
ferry between Cape Charles, Old Point Comfort, 
Portsmouth and Norfolk. It was chartered in 1881 
as successor to the Peninsular Railroad Co. of Vir- 
ginia. The company had a traffic agreement until 
January, 1895, with the Pennsylvania Railroad Co. 
under which that company set aside 10 per cent. of 
the gross earnings from the interchange traffic to 
purchase first mortgage coupon bonds. This con- 
tract was not renewed on its expiration. The 
capital stock is $1,714,375. The funded debt con- 
sists of $1,848,000 first mortgage 6 per cent. 40-year 
gold coupon bonds due Jan. 1, 1923, and $1,000,000 
income mortgage 6 per cent. non-accumulative 50- 
year bonds due Oct. 1, 1933. 


NEW YORK, SUSQUEHANNA & WESTERN.— 
Holders of over a majority of the preferred and 
common stock of this company have accepted the 
offer of the Erie to exchange on the basis given 
last week, and notice is given that such offer will 
be terminated on April 11. Stock must be deposited 
with J. P. Morgan & Co., New York. 


PENNSYLVANIA.—Holders of $2,109,000 Erie & 


Pittsburgh consolidated 7 per cent. bonds, maturing 
July 1, are notified that the Pennsylvania Railroad 
Co. will purchase the same on a 3 per cent. basis 
until May 1 at their office, in Philadelphia, Pa. 


PEORIA, DECATUR & EVANSVILLE.—The first 


mortgage bonders’ committee, of which Walston 
H. Brown is Chairman, advertises the payment of 
interest after April 1 at the rate of 5 per cent. per 
annum on the certificates representing first mort- 
gage bonds deposited with the committee. This is 
the second coupon so far paid. The last was paid 
Oct. 1, 1897. The receivership of the road is held by 
the second mortgage bondholders, who have so 
far delayed foreclosure proceedings by payment of 
coupons of the first mortgage bonds, the last of 
which was paid Dec. 29, 1897. (Jan. 28, p. 72.) 


TENNESSEE CENTRAL.—The sale of this narrow 


gage road running from Spring City, Tenn., north- 
west to Jewett, 12 miles, to C. O. Godfrey for $20,- 
000, was confirmed by Chancellor McConnell at Day- 
ton, Tenn., April 2. This road was chartered Aug. 
20, 1880, as the Tennessee & Sequatchee Valley, to 
run from Tennessee River to Nashville, Tenn., 140 
miles. It was purchased by the present corporation 
in December, 1883. The road has not been operated 
for some time. It is understood that it is to be 
equipped and operated. The general office is at 
Spring City. 


TEXAS CITY TERMINALS.—A suit between this 


company and the Missouri, Kansas & Texas ex- 
tending over a long period has been settled in a 
compromise judgment which has been entered as a 
lien on the Texas City Terminal’s property until 
paid. This result is stated by an official of the 
Texas City Terminals to be very satisfactory to all 
interested in the suit. The Texas City Terminals 
comprises 4% miles main line and 3 miles of sidings, 
making a total of 7% miles. It handles the busi- 
ness of all railroad companies that connect with it 
at Texas City Junction on an agreed division of a 
through rate. J. L. Greatsinger, President and 
General Manager of the Duluth & Iron Range, of 
Duluth, Minn., is the owner of the company. State- 
ment is made that a new company has been organ- 
ized to succeed the Texas City Terminals. 


LOUIS & KANSAS CITY.—United 
States Circuit Judge William H. Taft, at Toledo, 
Ohio, has entered a decree for the sale of this road 
at Toledo at a date not fixed, the upset price being 
$7,500,000. Hiram D. Peck, of Cincinnati, Ohio, and 
William Van Buren, of Indianapolis, Ind., are ap- 
pointed Special Masters to sell the property. This 
decree is entered in behalf of the first-mortgage 
bondholders, and the preferred stockholders insist 
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that they are still entitled to an appeal on the 
grounds that the bonds are invalid and the stock 
has a prior right. (Jan. 14, p. 36.) 


"NION PACIFIC.—This company took possession 
at midnight, March 31, of the Kansas Pacific and 
Denver Pacific, the receiverships of these roads ter- 
minating at that time. 

Holders of Kansas Pacific Denver extension first 
mortgage bonds are notified that, by reason of de- 
faults on and since Nov. 1, 1894, of the interest of 
these bonds, a majority of the holders have elect- 
ed, pursuant to the provisions of said mortgage, 
the principal of the bonds become immediately due 
and payable. Payment of the principal and de- 
faulted coupons, with interest to April 15, amount- 
ing to $1,261.97 on each bond, is being made at the 
office of the United States Trust Co., 45 Wall St., 
New York. 

Holders of Union Pacific 5 per cent. collateral 
trust bonds under the indenture of April 2, 1883, are 
notified that the New England Trust Co., trustee, 
oston, Mass., is prepared to pay the sum of $878.89 
on account of principal of each of these bonds, with 
interest on the same from June 1, 1897. (April 1, 
p. 248.) 

Equipment trust bonds, Series B, due April 1, 
with the coupons thereon, are being paid at the 
office of the Union Pacific Co., 120 Broadway, New 
York. 

Holders of first mortgage bonds dated Aug. 10, 1869, 
of the Denver Pacific Railway & Telegraph Co., are 
notified that William D. Cornish, Special Master, is 
prepared to pay the same, with the interest to date, 
Co. of New 


at the office of the Mercantile Trust 
York, on or after May 10. 
UNION PACIFIC, DENVER & GULF.—Announce- 


ment is made that this company has obtained con- 
trol] of the Colorado Central 7 per cent. first-mort- 
gage bonds ($4,788,000 outstanding), Which were 
held by the Union Pacific, and a speedy reorganiza- 


tion of the Union Pacific, Denver & Gulf is now 
looked for. 
WEST VIRGINIA & PITTSBURGH.—The coupons 


due April 1 on the bonds of this company are un- 
paid. The road was leased Jan. 1, 1890, to the Bal- 
timore & Ohio, which guarantees an interest on the 
bends and applies 87% per cent. of the gross earn- 
ings to this purpose. The funded debt consisis of 
$4,000,000 first mortgage 5 per cent. 100-year gold 
coupon bonds due April 1, 1990, and $58,100 equip- 
ment mortgage 6 per cent. notes. The first mort- 
gage bonds are secured on the entire road and 
equipment of the company. 





Electric Railroad News 








BROOKLYN, N. Y.—The gross earnings Brooklyn 
Rapid Transit Co. are reported as follows: 
March 


Passenger earnings. ISS. IST. 
B. H. R. R. & B. Q. Co. & S. ; _ 
REE a ceschs, ssinescestuanewn $449,958.00 $390,481.78 
Other earnings from oper- Oe 
GHIGA siicvscvavcs sesesieswenes 16,449.66 17,278.57 


$466,387.66 $407,760.35 


1898 


GrosS Carnings ........ccecceees 
Nine months ending March 31, 
Passenger earnings, 


B. H. R. R. & B. Q. Co. & S. - _ : 
Ro TRB ia cnccwkics. ovesesn0r dwar $3,916,919.65 $3,794, 484.26 
Other earnings from. oper- ; 
ee RR rarer ne 156,851.28 162,833.20 


Gross earnings ............++++ $4,073, 770.938 $3,897, 317.46 

BUFFALO, N. Y.—The stockholders of the Buffalo, 
Hamburg & Aurora Railway Co. voted an increase 
of capital stock from $250,000 to $400,000. (March 18, 
p. 209.) 

MAHANOY CITY, PA.—The Westinghouse Electric 
& Mfg. Co. filed a bill praying that the Equitable 
Trust Co. of Philadelphia, as trustee, be required 
to take possession of and operate the Lakeside 
Electric Railway Co. and apply the net income to 
unpaid interest on $14,500 of bonds issued by the 
railroad company and held by the plaintiff. The 
appointment of a receiver is also asked for. The 
Lakeside Electric Railway is operated between 
Mahanoy City and Shenandoah. The unpaid in- 
terest, it is stated, amounts to $1,846.36. 

MUSCATINE, IOWA.—Press reports state that the 
Muscatine’ Street Railroad & Lighting Co. 
changed hands April 1, the consideration being 
$200,000. Mr. H. W. Huitig will be General Man- 
ager. 

READING, PA.—The stockholders of the East Read- 
ing Electric Railway Co. voted in the affirmative 
on the supplemental lease of a section of the com- 

and Perkiomen 


pany’s line, from Nineteenth St. 

Ave. to the intersection of the Friedensburg road, 
to the Reading Traction Co. The lease is for 99 
years at 5 per cent., and 1,400 shares were voted. 


The line occupies the Reading and Perkiomen turn- 
pike, and was built last year for better service by 
the United Traction Co. (successor of the Reading 
Traction Co.) to Carsonia Park. 


ROCKAWAY (lL. 1), N. Y¥.—The Rockaway Vil- 
lage Street Railway was bought — by the Long 
Island Railroad at foreclosure sale for $10,000 

WASHINGTON, D. C.—Mr. Henry A. Griswold and 
Mr. Benjamin S. Minor were appointed receivers 
of the Anacostia & Potomac River Railroad Co, 


Mr. Griswold was President of the road. 





TRAFFIC. 





Trattic Notes. 


The Welland Canal will not be opened until the first 
week in May. 

The conference in Buffalo last week to discuss the 
Pacific Coast passenger rate War came to no conclu- 
sion. Another meeting will be held in New York about 
April 15. 

The Fitchburg Railroad took out of Boston last 
week a “personally conducted” excursion party of 500 
passengers bound for Washington over the Delaware 
& Hudson, the West Shore and the Pennsylvania 
roads. 

The Railroad Commissioners of North Carolina have 
ordered that after April 30 2,000-mile tickets must be 
sold for $40 each, ard 1,000-mile tickets for $25 each, 
tickets to be good for any person on any train. The 


order seems to apply only to the Atlantic Coast Line, 
the Seaboard Air Line and the Southern Railway. 





Dispatches from Omaha indicate that the Nebraska 
State Board of Transportation has doubts of its 
power under the law to order a reduction of freight 
rates, and the Attorney General of the State has gone 
to Washington to see if he can get the Supreme Court 
to reopen the case in which the Newberry freight 
rate law was recently declared invalid. 

It was given out at Galveston last week that the 
Lone Star Steamship Company would continue its 
competition with the other water lines to New York, 
notwithstanding the decision adverse to the company 
in the United States Circuit Court of Appeals; and 
a tariff was announced hased on a first class rate 
of 25 cents from New York to Galveston. A few 
days later it was announced in New York that the 
Lone Star line had stopped receiving freight, the os- 
tensible reason being that the danger of war between 
this country and Spain made it expedient to keep the 
vessels in port. 

The Pullman and the Wagner sleeping car com- 
panies have announced an advance of about 40 per 
cent. in the rates for berths in compartment cars. 
Cars of this kind are now running between New York 
and Chicago, Cincinnati and Chicago, and Chicago 
and St. Paul. As each section is partitioned off from 
all the rest of the car it is found that upper berths 
are not so readily disposed of, except where two 
berths are desired by passengers traveling together. 
Between New York and Chicago, where the rate has 
hitherto been $5, the same as for berths im common 
sleeping cars, the new rate will be $7. 

Members of the Interstate Commerce Commission 
took testimony in St. Paul last week concerning al- 
leged secret cutting of rates on flour and grain sent 
eastward from Minneapolis and St. Paul. Clerks of 
several large shippers were examined and also. freight 
officers of some of the railroads. The evidence given, 
as reported in the local papers, may or may not show 
that illegal rates have been made, and the hearing 
has been adjourned to May 26; but railroad officers 
seen by the reporters after the hearing say that 
the testimony brought out gives clews to other im- 
portant evidence which probably will show extensive 
rate cutting. 


The Postmaster General has awarded to B. C. Rich- 
ardson of Seattle the four-year contract for carrying 
mails between Juneau and Weare, Alaska, the annual 
compensation being $56,000. The length of the route is 
1,618 miles, and two round trips a month are to be 
made. At the price named the rate is 72 cents a mile. 
The contractor obligates himself to provide supply 
and relief stations, reindeer and dogs. The contract 
also calls for Laplanders, carriers and dog teams in 
sufficient number to insure regularity of service. The 
principal intermediate points on the route are Dawson 
City and Forty Mile, Canada, and Circle City, Alaska. 
The Canadian Government has consented to the es- 
tablishment of necessary supply stations on Canadian 
territory. 

About 2,500 sober Dunkards, emigrating to North 
Dakota, passed through St. Paul on Thursday of last 


week, These emigrants came from Pennsylvania, 
West Virginia and other Eastern States and from 


lowa and Missouri. Not all of these passengers trav- 
eled over the same road. The Wisconsin Central de- 
livered in St. Paul on one day two passenger trains 
containing 30 cars and four freight trains con- 
taining 79 cars. Mr. Max Bass, Immigration Agent of 
the Great Northern, is credited with having secured 
most of these emigrants. He took out 350 Dunkards 
in 1894; 465 the next year, and 1,036 in 1896. In 1897 
there was a still larger number. During that year 
the new settlers took up 400,000 acres of Government 
land, and much additional land was bought from 
older settlers. 

The floods in Ohio and Indiana last week caused 
the most serious and widespread interruption of rail- 
road traffic that has been experienced in that region 
for many years, and some of the roads are reported 
to have had the worst delays from this cause that 
they ever experienced. The Pittsburgh, Cincinnati, 
Chicago & St. Louis was reopened for through busi- 
ness on March 30 after a suspension of nearly or quite 
five days. The business of this road was kept moving 
over the Pittsburgh, Fort Wayne & Chicago during 
the interruption. The Cleveland, Akron & Columbus 
was interrupted about five days. The Wheeling & 
Lake Erie resumed traffic on March 30. The Cleveland, 
Lorain & Wheeling resumed business on the 29th. 
The Ohio River Railroad suffered severely, one re- 
port stating that its losses would amount to over 
$200,000. Through trains were suspended from March 
23 to April 1. The Baltimore & Ohio resumed the 
running of through trains on March 28, though be- 
tween Zanesville and Newark the line of another com- 
pany had to be used. The Baltimore & Ohio South- 
western resumed trains the same day, making a de- 
tour around the washouts at Chillicothe. The Cincin- 
nati, Hamilton & Dayton resumed the running cof 
through passenger trains on the 26th. 


Passenger Travel from Kansas Eastward. 

The proposition to shorten the time of certain passen- 
ger trains between Kansas City and Chicago leads a 
passenger man of the former city to the following re- 
flections: 

‘With many more people here, there is nothing like 
the amount of travel to Chicago and St. Louis that 
there was from five to ten years ago. It is amazing 
to reflect that this should be so, but I find a reason 
for it. Primarily merchants here, and west of here, 
have as good a market to buy in as they can get in 
Chicago. There is no excuse for the country mer- 
chant to go East of Kansas City, and he does not go. 
Kansas City is as near to the manufacturer for any 
dumber of lines of commeree. Even pleasure trips are 
falling off. Kansas people who hai:ied from Eastern 
States no longer go to the old home, perhaps because 
the folks back there are dead or the ties that bind 
are not so strong. Increasing years, too, retard their 
movements, and their own children care less for In- 
diana and the old folks there than they do to come 
to Kansas City and see the place.” 


Commerce Commission, 


The Interstate Commerce Commission has an- 
nounced its decision in the case of Savannah Freight 
Lureau against the Charleston & Savannah. The 
opinion is by Chairman Knapp. Passenger fares on 
the C. & S. between Savannah and points in South 
Carolina exceed the combined state rates now in 
foree, but most of them, including the fare between 
Savannah and Charleston, are less than the sum of 
state rates in effect prior to the South Carolina 
statute of March 9, 1896, which limits passenger 
fares in that state to 3% cents a mile. The inter- 


Interstate 


state fare between Savannah and Charleston is equal 
to 3.826 cents a mile. Round trip tickets between 
Savannah and Charleston, limited to ten days, are 
sold for $7, or about 3 cents a mile. The conditions 
governing local passenger traffic in South Carolina 
on this road and those applying on the interstate 
passenger service between Savannah and Charleston 
are substantially dissimilar. The Commission de- 
cides that the Federal statute contains no provision 
under which interstate fares must necessarily be re- 
duced because the South Carolina mileage rate was 
lowered by the state act of March 9, 1896, or be varied 
according to a different mileage rate which may be 
fixed by the state Commission; and that the inter- 
state passenger fares are not unlawful upon the evi- 
dence in this case. 


Chicago Traffic Matters. 


Chicago, April 6, 1898. 

During the past week the Interstate Commerce 
Commission sat in Chicago and heard evidence in 
three cases of rate violation of more or less impor- 
tance, but left the city without making any inquiry 
concerning the cutting of eastbound rates. The com- 
mission heard arguments in the case of the Texas 
Cattle Dealers’ Association against nearly all the 
western lines, alleging the exaction of excessive ter- 
minal charges at the Stock Yards here. Notwith- 
standing a previous decision of the commission, the 
reads have gone on collecting the $2 charge. Evi- 
dence in the old complaint of the Iowa Grain Associa- 
tion was taken, this association having a claim 
against all the lines in northwestern Iowa for exces- 
sive charges on grain. The complainants in this case 
made the further complaint that grain shippers were 
being discriminated against in favor of the shippers 
of live stock from that portion of the country. Before 
leaving the city, one of the commissioners stated that 
the commission might return some time in May and 
begin an investigation into the shipments of the 
Leiter wheat, which was taken to the Atlantic sea- 
board at extremely low rates in utter disregard of the 
interstate act. 

The Western Trunk Line committee has taken the 
place of the defunct Western Joint Traffic Bureau. 
Cc. A. Parker has been elected chairman, C. L. Well- 
ington, vice chairman, and H. L. Shute, treasurer; 
and H. H. Courtright, the other of the four old com- 
missioners, has been chosen as the representative of 
the western lines on the joint rate committee, of 
Which Mr. Blanchard, of the Joint Traffic Associa- 
tion, is the other member. A rate committee was 
created, under the new agreement, to meet monthly 
for the purpose of checking rates. There is no di- 
vision of the territory of the association among the 
different commissioners. 

When the Santa Fe puts in its reduced tariff on the 
8th inst. on packing house products and dressed beef, 
it will make some important changes in the regula- 
tions governing these shipments. The minimum 
weight of a carload of dressed beef will be 25,000 Ibs., 
instead of 20,000 Ibs., and of packing house products 
30,000, instead of 24,000, thus compelling shippers to 
load more nearly to the full capacity of cars. Further 
than this the mileage allowed the packers on their 
cars will be reduced from 1 cent a mile to 6 mills. 

No change has taken place in the passenger rate 
war on Alaska business, the Canadian Pacific road 
still holding out for differentials that the western 
lines will not agree to. 

The Atchison will continue its two fast California 
trains in service until June 1 

James Charlton, General Passenger Agent of the 
Alton, is now chairman of the executive committee 
of the Western Passenger Association, 

The attempt to reorganize the Southwestern Pas- 
senger Association has failed because the Missouri, 
Kansas & Texas refuses to agree to redeem at tariff 
rates all of its tickets which may be found in the 
hands of brokers. 

Some friction has arisen between the railroads and 
the sleeping car companies over the advance of 40 
per cent. in rates on compartment cars, and the ad- 
vanc2 has not yet been put in furce west of Chi- 
cago, because the Chicago, Milwaukee & St. Paul 
operates its own sleeping cars and refuses to increase 
the compartment rates. 

Lines in the Central Passenger Association are 
having trouble with summer tourist rates because of 
the ruling of the Joint Traffic managers eliminating 
Pittsburgh as a summer tourist point. 

The, Lake Michigan Car Ferry Company began busi- 
ness for the season yesterday between South Chi- 
cago and Peshigo. A tariff has been issued, show- 
ing rates to St. Paul and Minneapolis ranging from 
5 cents on first class, to 1% cents on fifth class traffic. 

All western passenger rates are becoming greatly 
demoralized as the result of the war over Alaska 
rates. California passengers buy to North Pacific 
Cceast points on account of the low rates and the di- 
rect lines find it almost impossible to get business. 

Commencing Tuesday, April 21, the through ‘‘Sun- 
set Limited” train running between Chicago and San 
Francisco, by way of the Chicago & Alton, St. Louis, 
Iron Mountain & Southern, Texas & Pacific and 
Southern Pacific, will run only once a week each 
way. It will leave Chicago Tuesday of each week. 

Lake navigation opened April 1, and on Friday and 
Saturday 17 vessels left the Chicago River with car- 
goes, a majority of the boats being loaded with grain 
for Buffalo. About 15 vessels left the Calumet har- 
bor at the same time. The start was made unusual- 
ly early this year, April 15, and May 1 having been 
heretofore the usual dates for the opening of naviga- 
tion to both Chicago ports. ’ 

Eastbound shipments from Chicago and Chicago 
junctions to points at and beyond the Western ter- 
mini of the trunk lines for the week ending March 31 
amounted to 194,064 tons, as compared with 192,901 
tons the preceeding week. This statement includes 
103,606 tons of grain, 29,988 tons of flour and 19,934 
tons of provisions, but no live stock. The following 
is the statement in detail for the two weeks: 


Week Ending Week Ending 


March 31. March 24. , 

Roads. Tons. ADs ons. 
Baltimore & Ohio ........ 16,722 8.6 16,225 a 
COR, OR CAE: ley ORR eresnc 11,912 6.1 23,935 y 
TRAD kccavecveds Sesnvavasens ri = awed 73 
Frand Trunk .........0000 7,385 9. 946 7.2 
ea & M. incs cienetaees 34,080 17.6 30,069 4 
Michigan Central ......... 31,954 16.5 33,057 oe 
NW. OY. Cir Ge Bi Bae nce s noes 300 10.5 19,909 “i$ 
Pitts., C., C. & St. L..... 6,217 3.2 10,696 4 
Pitts., Ft. Wayne & Chi. 22,647 11.2 18,656 ; 
WADASH cccsicsics: sccsssoccee 11,923 6.1 7,858 

TOLLS «ccccsccvcencosioenens 194,064 100.0 192,901 100.0 








